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The new $100,000 addition to MeCormick’s 
San Francisco terminal. 


EVER may a year pass without McCormick completing a program of 

improvement somewhere over its Big 4 Trade Routes. This year 
PACIFIC-NORTH ATLANTIC SERVICE McCormick-controlled Pacific Coast Terminals are being enlarged and 
. a improved to keep efficient McCormick service the byword it has become 
; through long years of satisfactory handling of every type of cargo. 
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IT’S A SMALL WORLD 
WHEN YOU IMPORT OR EXPORT 


VI A piers with special equipment make for safe handling 
and storage of delicate machinery, fragile goods or 


cumbersome commodities. 


Buying in Buenos Aires or selling in Shanghai can 
be 0 cney an Giiee Reiness ot teme—it you fot Experience and equipment are essential, of course, 


a ‘ : 
the Erie help. but perhaps Erie’s greatest service to importers and 


exporters is Erie’s traditional pride in speeding 


For almost a century Erie has been handling the every shipment through—on time. Call your Erie 


details of import and export for thousands of com- ‘ , 
representative for full details. 
panies. There are no angles of the trade that Erie 


has not learned in that time. 


Erie harbor facilities are efficient, modern. A fleet 
of fast lighters assures rapid transfer of goods from 
train to ship, or ship to train. Refrigerated lighters 
prevent spoilage of perishables in transit. Huge 
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COOL 
CLEAN 
QUICK 
QUIET 


COMFORTABLE 


ALL PRINCIPAL TRAINS 
COMPLETELY 


AIR-CONDITIONED 


Men can now wear their white linen suits and 
women their dainty summer frocks without 
fear of soiling. You ride in comfort in an 
automatically controlled temperature, breath- 
ing clean washed air in a car that is free 
of dust and of irritating noise—for all princi- 
pal Missouri Pacific Lines trains are now com- 
pletely air-conditioned—chair cars, coaches, 
sleeping cars and dining and lounge cars. 
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Tidewater Storage and 


Transfer S aa 
ransiter ervice wi 
ters 
At The Tidewater Terminal in Philadel- _ ber (fire-proof concrete and steel shed, oes 
phia, ocean-going vessels, railroad 25 acres for the storage of lumber I age 
trains and trucks meet. With all facili- | (adjacent to Piers). pol 
ties for unloading, storage and loading 600 railroad car capacity yards. - 
“under one roof,” transfers between the 3 Piers—with facilities for working & am 
various transportation agencies and ___ fifteen ocean-going cargo carriers at ™° 
shipments from storage are accom- __ one time and served—their entire length ” 
plished in the shortest possible time. —by eleven railroad sidings directly - 
The number of necessary handlings is | connected with Reading Railroad, Balti 
reduced to the minimum. more and Ohio, and Pennsylvania Rf. \ 
1,000,000 feet of storage space— __-U. S. Customs Bonded Storage. a 
(two reinforced concrete and steel ...the complete tidewater terminal and § ;,, 
automatic-sprinklered buildings). storage service. Detailed information & 4p, 
3,000,000 boardfeetcapacityforthe and rates will gladly be sent on your & ou 
storage of kiln-dried and finished lum- _ request. 
the 
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An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle—Air— Material Handling and Distribution 


OLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 


cy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





COMMISSIONER CASKIE 


HATEVER the record of M. M. Caskie as a mem- 

ber of the Interstate Commerce Commission may 
prove to be, it may at least be said now that the Presi- 
dent of the United States seems to have made an ideal 
appointment. The requisites for a place on this body 
ought to be character, ability, industry, and the right 
kind of experience and training. Usually, men having 
the first three qualifications more or less well developed 
are appointed, but they know nothing about the subject 
with which they will have to deal on the Commission, 
and get their education in this respect after they are 
appointed, at the expense of the public. Many able 
commissioners have been developed in this way, to be 
sure, but, nevertheless, they were not good appointments 
when they took office. Mr. Caskie seems to combine the 
qualifications necessary and, moreover, his experience and 
training have been on both the railroad and industrial 
sides of the fence, and he has had administrative ex- 
perience besides. On the record, no better appointment 
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,not the way to state it. 
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could have been made. We congratulate Mr. Caskie, 
the President, the Commission, and the public. 


TRUCK REGULATORY PROBLEMS 


HERE are many problems of both principle and 

administrative practice that will have to be worked 
out in connection with the new task of regulating inter- 
state motor carriers, now imposed on the interstate 
Commerce Commission. Most of them will be solved 
more or less naturally and easily as they appear, no 
doubt, but there is a fundamental one, we think, that 
will have to be dealt with early in the process. 

In its practical bearing, this problem has to do with 
the relationship of truck rates to rail rates, but that is 
It is, rather, the question of 
what kind of consideration shall be given to truck costs 
in the making of rates—assuming, of course, that motor 
truck costs are to be an element in truck rates, just as 
rail costs are an element in rail rates, and that, other 
things being equal, the kind of transport that has the 
lower costs may make the lower rates. 


But the immediate aspect of that question is whether 
motor truck costs are to be taken by the Commission “as 
is” without consideration as to whether they are proper 
costs, or whether it is to say, for instance, that the 
trucks have an unfair advantage over the railrqads in 
that the public pays, in part, for the roadway over which 
they do business, whereas the railroads have to build 
and maintain their own roadway, and that rates should 
be made with that situation in mind. 

Answering tentatively that question ourselves—or, 
rather, thinking more or less aloud on the subject— 
we should say that the Commission, in administering 
the matter of rates, would have nothing to do with the 
question of “proper costs;” it must take the cost sit- 
uation as it is whether or not it believes that the tracks 
are subsidized; if injustice results from such procedure, 
that is not the Commission’s fault; it comes from some: 
thing beyond the Commission’s control. 


However, machinery ought to be put in motion at 
once for a definite and scientific determination of the 
matter of truck costs. Perhaps the Commission is the 
body to make that study and should be instructed to 
make it. After it is made, then rates could be made 
with the differential in favor of the trucks—if any—in 
mind until something was done to put the trucks on a 
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proper basis with respect to their use of the public high- 
way, if they are not found to be on the proper basis 
now. Assuming that the trucks pay their proper share 
—whatever government policy shall find that proper 
share to be—of the cost of building and maintaining 
the public highways they use, then they are entitled to 
whatever advantage their comparative cheapness of op- 
eration gives them. But, until this question is settled 
definitely, we foresee many complications in cases before 
the Comntission where competitive truck and rail rates 
are involved. 


RIVER AND HARBOR WASTE 


HE river and harbor act passed by the Congress 

just finishing its session cannot be criticized by or- 
dinary standards because so much of the huge appro- 
priation is due to “make-work” projects that, perhaps, 
would not have been undertaken, except in accordance 
with the administration’s policy of spending a lot of the 
public’s money putting men at labor making things 
and doing things of little or no value. All we can say 
is that the act is true to form—though more so than 
usual—and the advocates of such expenditures in their 
districts are exceedingly fortunate in being able to pull 
off their annual pork theft under the policy of throwing 
money at the birds in order to restore business pros- 
perity. In years to come, when the present madness 
has been more or less forgotten, one who is not familiar 
with history may arise to inquire how the government 
could ever have been so foolish, for instance, as to appro- 
priate millions for a nine-foot upper Mississippi River 
channel or a six-foot Missouri River channel between 
Kansas City and Sioux City. These and other projects 
were advocated, strange to say, not only by men who 
believe in the spending orgy now in progress, but on 
their “merits.” They have won and the public has lost. 


THE RAILROAD PENSION BILL 

NDER pressure from railroad labor, administra- 

tion demand for the kind of legislative hokum rep- 
resented by the measure, and its own wish to get through 
its job and its belief that members of Congress should 
not be compelled to work too hard and too long in hot 
weather, that body has again passed a railroad pension 
bill, just as unconstitutional, we believe, as the former 
act, declared unconstitutional by the Supreme Court of 
the United States, and, whether unconstitutional or not, 
just as foolish and just as unfair. 

The first act, which was found to be invalid, is still 
causing expense to the public, an appropriation having 
been made only recently to permit the retirement board, 
created by the act, to wind up its affairs. The new act 
will be productive of the same kind of expense and 
waste, no doubt, for it is not to be expected that any 
plans for its enforcement will wait on a declaration 
as to its constitutionality. The administration policy 
is to enact and enforce these socialistic measures, leav- 
ing questions of constitutionality to be settled later, 
those who settle them—if the decisions are against the 
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measures—to be reviled as fuddy-duddies and relies af 
the horse and buggy era. 

The railroads have opposed this proposed legiglo. 
tion and it is to be expected that they will fight ; 
now that it has passed. We hope they will fight jt y 
the extent of refusing to make any contribution to it 
enforcement while the question of its validity is peng 
ing, though they did not go to that length on the forme 
occasion. They have not much stomach for fighting 
but they did reasonably well in the pension act battle 

As an example of the idiotic, slip-shod way jy 
which Congress does business, especially in these day 
when a mass of radical legislation is being pushed 
through without sane consideration, the pension }jj] 
was passed, calling for payments of pensions from the 
U. S. Treasury to railroad employes, without the con. 
panion measure, intended to tax the railroads and thej 
employes to reimburse the Treasury, even having bee 
reported from committee, to say nothing of having bee 
passed. It may be that it will be passed before the ses. 
sion adjourns, but anything is possible in the confusion; 
if it is not passed and the President signs the pension 
bill that has been passed, the government—meaning the 
public—will be called on to pay railroad pensions with 
out any contribution from the railroads or their em 
ployes. The tax bill, as drawn, unless it is amended 
before passage, does not even state for what purpose the 
taxes are assessed. Maybe that would be sound legis 
lation and there would be assurance that the taxes would 
be used for the purpose intended, but in what lies that 
assurance? 

We have no patience with the kind of thing Con- 
gress is*’doing and we hope fervently it will get through 
with it and go home. Every day it remains in session 
adds to public danger and disgust. 


NEW SNUB BRACING METHOD 


The Freight Container Bureau of the Association of Amer- 
ican Railroads has issued a report on a series of tests of 4 
new method of bracing machinery in freight shipment intended 
to reduce damage from shock. The method is adapted espe 
cially for types of machinery on bases or legs where the weight 
is some distance from the floor. Hitherto, such shipments have 
been braced diagonally to the floor or against the walls of the 
cars, both methods having proved unsatisfactory largely be 
cause the rigidity of the bracing augmented rather than reduced 
the danger of damage. 

The new method consists of mounting the machine on skids 
that are not fastened to the floor. Instead, a number of snubbing 
devices are placed along the skids, at each side, paralled to the 
sides of the car and the direction of motion. Two types of 
devices were tested and are recommended in the _ repott. 
The first consists of a 4x4-inch wood block through which 4 
6-inch lag screw is drawn % inch into the skid. The block is 
nailed to the floor of the car, the only connection between the 
machine and the floor being through these 14-inch lengths of 
lag screws. When the car is subjected to a shock the screws 
score the skids but permit some movement. The second device 
is a perforated steel plate with protruding tags fastened to 
the inside of a similar block and to the skid. Its action } 
identical with the block and screw. : 

According to the tests, the use of these snubbing devices 
reduce the shock transmitted from the car to the machine by 
as much as 70 per cent, depending on the speed of the car 4 
the moment the force is applied. The reduction of the shock 8 
greater as the speed of the car is increased. The report also 
points out that use of the snubbing devices reduces the co 
of dunnage, the labor in application and removal, and the freight 
charges on it. For shipments up to 2,000 pounds, one plate 
snubber or two screw snubbers are recommended for each 
skid, and the number recommended is increased to 5 of either 
type for each skid on shipments up to 15,000 pounds. 
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Current Topics in 
Washington 
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Money from the Treasury of the United 
States, $16,000 of it, by act of Congress, with- 
out the knowledge of those most interested 
in its disbursement, is part of the record 
of Congress in the closing days of this ses- 
sion. Even the children of Israel had to go 
to the trouble of gathering the manna that fell from Heaven. 

The government of the District of Columbia and the local 
post of the Grand Army of the Republic, the beneficiaries of 
this $16,000 windfall, did not, apparently, know it was to fall 
on their heads until it landed, kerplump. It was made for the 
entertainment of the seventieth national encampment of the 
qg. A. R. next year. 

Just where this encampment will be held will be decided at 
Grand Rapids, Mich., September 8, when the sixty-ninth encamp- 
ment is held. The Washington G. A. R. post has not invited 
the national organization to come here. Its officers are on 
record as saying they do not feel able to entertain the few 
comrades that are left to attend such meetings. 

The bill was introduced by Senator Bulkley, of Ohio, and 
Representative Norton, of New Jersey. But the District of 
Columbia authorities said they knew nothing about the matter 
until the appropriation bill came to them. 


And Now 
Is Utopia 
Near at Hand 





It may be seriously doubted whether 
railroad employes will get anything from 
the Treasury by reason of the pension 
bill passed for them this week. But men 
to make investigations concerning pen- 
sions, obviously, will get employment. 
The Supreme Court may declare this act just as unconstitu- 
tional as its predecessor; however, it appears reasonably cer- 
tain that there will be plenty of investigation. 

The new measure creates a special commission to investi- 
gate and report about pensions not later than January 1, 1936. 
That is so notwithstanding the fact that Congress, in this flout- 
ing of the Supreme Court, as many believe the legislation to 
be, has already enacted something on the subject. 

The bill sets up a board to administer the new act. The 
law says that, not later than four years from March 1, 1936, 
that body shall make a special report to the President, to be 
transmitted to Congress, with recommendations for such changes 
in the retirement system set up by the act as shall assure 
the adequacy of the retirement system on the basis of its ex- 
perience. 

That means that the special commission, regardless of 
what the Supreme Court may do, will go on for more than a 
year and the new board until March 1, 1936, if Congress does 
not repeal the legislation. The court, it may be submitted, 
would not think of saying that Congress could not set up two 
— two hundred boards or commissions to investigate some- 

ng. 

This may suggest that, if the court can find no unreasonable- 
ness in the classification of the payers of taxes to bring in money 
for the paying of the pensions to railroad men, the new act 
may not be upset at all. The pensions for railroad employes 
are to be paid out of the Treasury, just as if they were disabled 
or retired soldiers. They are to be a privileged class—aristo- 
crats, so to speak. 

Seldom can a taxpayer obtain relief in the courts on the 
ground that Congress is taxing him for an unlawful purpose. 
His interest is too small to be ascertained and set aside. If 
there is an unreasonable classification, that is another matter. 

Appeals from the foolishness of Congress in spending money 
or appropriating it for the bribing of this, that, or another 
class to vote for the congressmen making the bribe or gift, are 
to the polls, not to the courts, the latter have said. 


Of the Making 
of Investigations 
There Is No End 





A few of the older employes of 
the Commission, since Howard C. Hop- 
son, big man in Associated Gas and 
Electric matters, became the much 


Seemingly, Hopson 


Made Inquisitiveness 
Pay Well 


desired witness by two Congress com- 
mittees, can recall a globular young 
man who worked in the Commission’s Bureau of Statistics. That 
Was back in 1906-8. 


Hopson was then a $1,200 a year clerk, 
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working under the immediate supervision of Frank Haigh Dixon, 
now a member of the faculty of Princeton. 

An inquisitiveness arising almost to the point of what some 
would call “noseyness” marked the young man, whose acquisi- 
tiveness in the public utility line, according to report, has given 
him an income greater than that of the whole Bureau of Sta- 


tistics. When Hopson, in those days, wanted to know some- 
thing, his desire extended to every fiber of his being. Rebuffs, 
it is asserted by those who recall him, had no dampening effect 
on his ardor to know, nor, seemingly, was a generous upholster- 
ing of his frame a drag on his spirits of determination to find 
out. In fact, some of his former associates think they remem- 
ber his having played football on the not overly good teams 
of one of the Washington institutions of higher learning. 

The scene of his labors for the Commission was near if 
not on the top floor of a very warm building on G Street, where, 
according to the memory cf the veterans, the Commission estab- 
lished a force to go over books of accounts with a view to 
finding out what tap lines, or something like that, had been 
doing. From Washington, it is recalled, he went to one of the 
New York regulating bodies and thence to the utilities from 
which, according to report, he has made so much money. 





Grants are being made nearly every day from 


Will the the $4,880,000,000 fund in President Roosevelt’s 
Leone fe hands for the construction of water works and 

sewer systems in communities so small as to 
Repaid? raise the question as to whether the loans will 


not turn out to be gifts. For instance, a grant 
of $12,909 has been made to Jeromesville, O. That is a pretty 
municipality in Ashland County, not far from the farm on which 
William B. Allison, one time senator from Iowa and large na- 
tional figure twenty-five years ago, was born. 

Business men who might be asked to lend money for the 
construction of a water and sewer system at that place, it is 
believed, would ask themselves whether there were enough per- 
sons in it, able and willing to pay for water and sewer facilities, 
to repay the loan. Frequently in rural communities the citizen 
is permitted to exercise the option of buying water or obtaining 
it from his own well. 

It may be that the citizens of Jeromesville may be deprived 
of that option and compelled to buy water from the municipality 
at a price high enough to repay the loan and maintain the plant. 
Maintaining the plant means laying side money enough to pay 
for new pumps and other machinery when the initial installation 
can no longer be repaired at reasonable cost. 

How well municipal plants are maintained in Ohio may be 
judged from the fact that Greenfield, O., in Highland County, 
the county in which senators Beveridge and Foraker were born, 
has received a grant of $34,363 “for improvements to the boilers, 
switchboard, and wiring of the present municipal power plant 
and replacement of engine generators by one 730-KW _ turbo- 
generator and steam pump by motor-operated pump.” From the 
quoted language it is easy to infer that Greenfield did not, in 
the past, maintain its public-ownership power plant, in the sense 
of laying aside a depreciation fund large enough to enable it to 
keep it in modern condition. 

The government descends, with a heavy hand, on railroads 
that do not set aside reserves for that purpose. Thus far, how- 
ever, seemingly, the Ohio state government has not been severe 
enough, if it exerted any pressure at all, to compel Greenfield to 
make provision for the future in that way. 





August 15, 1914, witnessed the inaugura- 


Panama Canal tion of a government-owned service that pays 


a profit. Honest book-keeping shows that 
Becomes fact. The enterprise is the Panama Canal. 
of Age The fact that it pays, nearly everyone ad- 


mits, is of minor importance. Though a 
profitable thing commercially, it is primarily a military work. 
The canal makes it possible for the navy to pass quickly from 
one ocean to another. 

The long cruise of the battleship Oregon from the Pacific 
to the Atlantic, completed just in time for that ship to do its 
share in laying the Spanish squadron on the south shore of 
Cuba in July, 1898, brought to an end the centuries-old discus- 
sion as to the advisability of a canal. 

Marcus A. Hanna, while senator from Ohio, switched the 
United States from the impracticable Nicaragua route to the 
Panama route, the latter. reeking with the scandal of French 
politics. Some Americans tried to show that Hanna profited 
by the purchase of the De Lesseps Panama Canal Company stock, 
but got nowhere with the effort. 

Theodore Roosevelt grabbed the land for the canal from 
the vacillating Colombian government. The plan for that taking 
became known at the wedding of Ruth Hanna and Medill McCor- 
mick in June of the year Roosevelt promoted the “revolution” 
that resulted in the creation of the Republic of Panama. There 
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was a hitch in the revolution program. Francis B. Loomis, 
acting secretary of state, who had discovered the Spanish war 
ships at Willemstad, Curacao, in 1898, naively inquired of the 
American consul at what is now the Canal Zone, “Where is 
your revolution?” It came along a little later. Panama seceded 
from Columbia and she ceded the canal strip to the United 
States. 

Then came Gorgas and other doctors who knew how to 
fight yellow fever to protect the workmen under Goethals, Sibert 
and other army engineer officers who dug the canal. Yellow 
fever had defeated De Lesseps, who had dug the Suez Canal, 
a private enterprise, the value of which, in a military sense, 
England soon realized to such an extent that she, by pressure, 
got enough stock to contro] the property. 

The big work was defeating the yellow fever mosquito. Of 
course, the engineering was not child’s play. 

To the end of the fiscal year 1934, the canal collected 
$336,549,076.35 in tolls on 363,766,614 tons of cargo. The num- 
ber of vessels using the canal totaled 77,493. The maximum 
cargo transited was in 1929, when it reached 30,663,006 tons 
carried by 6,413 ships, the tolls collected on that cargo being 
$27,127,376.91. Since 1923 the largest item in the cargo taken 
through the canal has been oil in tank ships. In 1934 that 
traffic amounted to 15.2 per cent of the total. 

In the first fiscal year of the operation of the canal the 
transits were 1,075, the cargo 4,888,454 tons, and the tolls col- 
lected thereon, $4,367,550.19. In the fiscal year 1934 there were 
5,533 commercial transits, 24,718,651 tons of cargo, and tolls 
of $24,063,789.45.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue car loading the week ended August 17 totaled 
615,006 cars, an increase of 31,263 over the preceding week 
and 13,218 over the corresponding week in 1934, but a reduction 
of 28,400 below the corresponding week in 1933. Miscellaneous 
freight totaled 238,677 cars; merchandise, less than carload, 
159,314; coal, 89,993; grain and products, 42,814; livestock, 14,279; 
forest products, 30,540; ore, 34,556; coke, 4,833. 

Revenue freight loading the week ended August 10 to- 
taled 583,743 cars, according to the Association of American 
Railroads. (See Traffic World, Aug. 17.) 

All districts, except the Allegheny, which showed an in- 
crease, reported decreases compared with the corresponding 
week last year, in the number of cars loaded with revenue freight 
the week ended August 10. All districts also reported reduc- 
tions compared with the corresponding week in 1933, except the 
Central western and the Southwestern, which showed increases. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

See ee 2,170,471 2,183,081 1,924,208 
 WOGMS Ti POUTUALY «osc cicciessccces 2,325,601 2,314,475 1,970,566 
Bo ere err 3,014,609 3,067,612 2,354,521 
ee rer tre 2,303,103 2,340,460 2,025,564 
i ID 8s. 5.6 .din010 514.056 woe wien kale 2,327,120 2,446,365 2,143,194 
I CED a. 6 ins. 5010000 sath sce weiels 3,035,153 3,084,630 2,926,247 
ee re ee 2,228,737 2,351,015 2,498,390 
WOON Gl BUMUBE S sx dvesdiccctescews 597,083 612,660 620,482 
7 OGe GL BEOORE BO ssccccccccnvewws 583,743 603,968 629,743 

BE. Sv Sciisc nies taweeneaaenme 18,585,620 19,004,266 17,092,915 


Revenue freight loading the week ended August 10 and for 
the corresponding period last year, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 7,696 and 6,389; live 
stock, 1,051 and 1,586; coal, 15,216 and 19,300; coke, 1,088 and 778; 
forest products, 1,874 and 1,724; ore, 2,785 and 3,416; merchandise, L. 
C. L., 41,915 and 41,994; miscellaneous, 52,835 and 50,329; total, 1935, 
124,460; 1934, 125,516; 1933, 138,005. 

Allegheny district: Grain and grain products, 4,763 and 3,175; 
live stock, 830 and 1,195; coal, 18,509 and 24,996; coke, 1,983 and 1,540; 
forest products, 839 and 1,176; ore, 6,934 and 5,341; merchandise, L. 
Cc. L., 29,052 and 28,785; miscellaneous, 46,567 and 41,774; total, 1935, 
109,477; 1934, 107,982; 1933, 131,391. 
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Pocahontas district: Grain and grain products, 415 and 334. ij 
stock, 238 and 191; coal, 24,930 and 27,143; coke, 489 and 429: 1,. 
products, 676 and 570; ore, 97 and 182; merchandise, L. c. 1, bie 
and 5,166; miscellaneous, 5,670 and 5,238; total, 1935, 37,676. ie 
39,253; 1933, 49,319. : 

Southern district: Grain and grain products, 2,779 and 3,843. lir 
stock, 1,051 and 1,014; coal, 10,467 and 11,019; coke, 226 and 218° be, 
est products, 8,440 and 6,339; ore, 387 and 453; merchandise, L, ¢ - 


26,373 and 27,355; miscellaneous, 29,375 and 30,433; total, 1935, 19 
1934, 80,674; 1933, 83,104. ea 
Northwestern district: Grain and grain products, 10,355 ani 


12,210; live stock, 2,232 and 9,466; coal, 2,486 and 3,078; coke, 97 ani 
580; forest products, 7,984 and 6,136; ore, 20,329 and 18,189; merchan. 
dise, L. C. L., 19,250 and 19,825; miscellaneous, 27,877 and 26,804; toty 
1935, 91,489; 1934, 96,288; 1933, 95,273. de, 

Central Western district: Grain and grain products, 11,435 and 
868; live stock, 4,007 and 12,651; coal, 4,509 and 4,937; coke, 189 ani 
203; forest products, 6,131 and 4,481; ore, 1,437 and 1,475; merchay 
dise, L. C. L., 23,311 and 22,913; miscellaneous, 41,762 and 42,717 
total, 1935, 92,772; 1934, 101,245; 1933, 85,212. a 

Southwestern district: Grain and grain products, 4,013 and 337, 
live stock, 1,876 and 6,005; coal, 1,759 and 1,899; coke, 90 and 61: for. 
est products, 3,719 and 2,942; ore, 217 and 200; merchandise, L, ¢ 1 
12,411 and 12,483; miscellaneous, 24,686 and 26,049; total, 1935, 48 77: 
1934, 53,010; 1933, 47,439. si 


OPERATION OF TRAINS 


Trains are now being operated by means of train ordey 
transmitted by telephone over a larger percentage of the mileag 
of the Class I railroads of this country than ever before, x. 
cording to the telegraph and telephone section of the Association 
of American Railroads. While the use of the telephone ha 
increased, there has been in the last fifteen years a steajy 
reduction in the use of the telegraph for the transmission ¢ 
train orders, it says. 

On January 1, 1935, the telephone was used for the trans 
mission of orders for the operation of trains over 151,103 miles 
or 63.72 per cent, while the telegraph was used on 93,907 miles 
of road. In 1920 the telephone was used for the transmissioy 
of train orders over 119,554 miles of road, or 48.5 per cent, while 
over 134,667 miles of road, the telegraph was used. From 192) 
to 1935 there was an increase of more than 26 per cent in the 
miles of road over which trains are operated by means of train 
orders transmitted by telephone, while in that period there was 
a decrease of more than 30 per cent in the number of miles of 
road using the telegraph for train orders. 

“Use of the telephone affords greater flexibility in the trans. 
mission of train orders than the telegraph and also expedites 
the transmission of such orders,” says the association. “I 
the event of emergencies in train operation, the train conductor 
or engineman, by using a way station or portable telephone, 
can give first hand information to the dispatcher or superin- 
tendent more intelligently and in less time than with the tele 
graph.” 


PASSENGER FARE EXCEPTIONS 


The Commission, on suggestion from the eastern railroads, 
has postponed, from September 3 to September 18, the time for 
filing exceptions to the proposed report in No. 26550, passenger 
fares and surcharges. The eastern carriers asked for the exten 
sion on account of the absence of Thomas P. Healey, of the 
New York Central, who took a leading part in defense of the 
existing basis of fares and surcharges of carriers in the eastem 
district. Mr. Healey, for the first time in five or six years, 
took a vacation this year. Had not the Commission been Will 
ing to postpone the date Mr. Healey would have hdd to shorten 
his vacation, part of which consisted of a trip to Europe. 


DISCRIMINATION AGAINST SOUTH 


The Georgia Public Service Commission has invited shippers 
and railroad regulating commissions in the south to attend 4 
meeting to be held at Atlanta, Ga., September 3, to discuss ways 
and means of removing what is termed gross discrimination n0W 
existing against shippers of freight within, to and from south 
ern territory. 


Soe 
Oo ovr” 


Revenue Freight Car Loading—Week Ended Saturday, August 10 


Grain and Live 
grain prod. stock Coal 
| 1935 41,456 11,285 77,876 
OE SE DOROD oicesiccikccscceedd 1934 41,190 32,108 92,372 
| 1933 31,714 15,403 124,150 
Preceding week August 3........ 1935 41,730 9,528 91,992 
Per cent increase over .........- 1934 6 
Per cent decrease under ........ 1934 64.9 15.7 
Per cent increase over .......... 1933 30.7 
Per cent decrease under ......... 1933 26.7 37.3 
{ 1935 873,338 379,779 3,689,356 
Cumulative 32 weeks to Aug. 1011934 1,033,285 554,348 3,752,175 
(1933 1,073,372 499,091 3,207,221 
Per cent increase over .......... 1934 
Per cent decrease under ........ 1934 15.5 31.5 17 
Per cent increase over .......... 1933 15.0 
wai scaletem 1933 18.6 23.9 


Per cent decrease under 


Per cent to 15 year average 64.8. 


Forest Mdse. 


Coke products Ore L.C.L. Miscellaneous Total 

5,032 29,663 32,186 157,473 228,772 583,742 

3,809 23,368 29,256 158,521 223,344 603,968 

6,590 28,218 34,927 170,179 218,562 629,748 

5,177 29,258 33,004 158,918 227,476 597,083 
32.1 26.9 10.0 2.4 

7 af 

5.1 4.7 +3 

23.6 7.8 7.5 ai 

204,188 799,039 535,173 4,957,160 7,147,587 —18, 585,62! 

226,841 728,339 505,401 5,115,235 7,088,642 19,0040 

162,937 635,288 302,439 5,158,325 6,054,242 17, 092,99 

9.7 5.9 8 - 

10.0 3.1 Ar 

25.3 25.8 77.0 18.1 8. 
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EASTBOUND LUMBER 


PPROVING an effort of railroads to regain lumber traffic 
+ from the routes via the Panama Canal, the Commission, in 
1, and S. 4108, lumber from the Pacific coast to eastern points, 
has found justified the proposed reduced rates on lumber from 
pacific coast regions to destinations in official classification 
territory east of the Illinois-Indiana state line. It has vacated 

its order of suspension and discontinued the proceeding. ; 

The proposal which has been found justified, in outline, 
is to establish a rate of 72 cents a hundred pounds blanketed 
from the far western origin groups to all destination groups in 
the east, to be in effect to December 31, 1935, unless sooner 
canceled, changed or extended. In a few instances rates slightly 
higher than 72 cents are proposed from branch line and short 
line origins. The proposed rates will be subject to carload 
minimum rates of 50,000 pounds, and 57,000 pounds in closed 
and open cars, respectively, 41 feet 6 inches or less in length, 
and $0,000 pounds in either type car exceeding that length. 
These rates are to alternate with the existing rates which are 
carried in other sections of the same tariff. They are published 
to apply on “lumber, the product of saw and planing mills, not 
further advanced in manufacture than by sawing, resawing and 
passing lengthwise through a standard plaining machine, cross- 
cut to length and end-matched.” 

This description is intended to limit the application of rates 
to those ‘products which are adapted to and do move in volume 
by the intercoastal routes through the canal. 

On protest of many lumber manufacturers throughout the 
United States, principally in the south, Arizona, New Mexico, 
Wisconsin, Michigan, New England and trunk line territories, 
of southern and southwestern carriers as well as other interests, 
the Commission suspended the tariffs until January 10, 1936. 

The present rates, varying, to destination grours in the 
east apply on a large list of sawmill products and analogous 
articles, while the proposed rates will apply from the western 
territory of origin as one group to the destination territory in 
the east as another group. At present, for illustration, the rate 
from the coast groups to Grand Rapids, Mich.-Evansville, Ind., 
group is 82.5 cents, and from the Spokane, Hawley-Truckee it 
is 79 cents; from the coast groups to the Cleveland-Columbus, 
0., groups the rate is 87 cents, and from the Spokane Hawley- 
Truckee it is 85 cents, and from the coast groups to trunk line 
and New England groups it is 90 cents, and from the Spokane- 
Hawley-Truckee groups it is 87 cents. The minima in connec- 
tion with these rates ranges from 38,000 to 54,000 pounds. 

It is estimated that the volume of tonnage moving all-rail 
will be increased by 450,000,000 board feet or approximately 
16,666 carloads. This estimate is based on an assumed annual 
volume of 1,000,000,000 board feet of water shipments to the 
Atlantic coast, the annual maximum haviing been over 
2,000,000,.000 and the minimum about 800,000,000 board 
feet. Of that total approximately 40 per cent is consumed in 
the Atlantic coastal districts, 37 per cent moves inland by truck, 
and 23 per cent is back-hauled by rail. Approximately 10 per 
cent of the total consumed in the coastal districts is lightweight 
material. said the report. While respondents do not anticipate 
they will obtain any of the local port-to-port traffic, says the 
report, it is estimated that 65 per cent of such material will 
be restored to the rail because it is not as readily adapted to 
water transportation as are the other, heavier, articles in the 
lumber list. Of the amount moving inland by truck about 50 
per cent is material weighing 2,400 pounds, or less a _ thou- 
sand board feet, and it is estimated that 65 per cent will be 
diverted to all-rail routes by the new rate. It is estimated that 
60 per cent of the rail traffic from the north Atlantic pérts 
moves at back-haul rates of 15 cents or more and that 80 per 
cent of that traffic will be restored to the rails. 

“Obviously,” said the Commission, “estimates of that char- 
acter are rather indefinite, but it is insisted that with rail costs 
more nearly comparable with present water costs, with delivery 
time considerably reduced, that shipments will arrive at des- 
linations in better condition as well as the preference generally 
i a consuming trade for rail deliveries, traffic will be diverted 
a ~y rail routes; that the proposed rate will gain little business 
. € expense of other produceds since lumber will continue 
re move from the west coast by water if the present rail rates 
nt continued, which competition other producers will have to 

et as the industry looks upon the water routes as standard 





avenues of transportation to the territory east of Chicago, but 
that even if the proposed rates take effect the rates from other 
territories will continue to be much lower than those proposed.” 

The west coast lumber interests asserted, said the report, 
that if the proposed rates were established they would be used 
by the industry and that lumber could and would move in much 
larger volume by rail even though the cost might be higher than 
by the water routes. One manufacturer, said the report, testified 
that although located 60 miles inland from tidewater he had been 
shipping lumber by water to the Atlantic coast since 1920. In 
1934, 4,500,000 feet, mostly dry lumber, the report added, was 
so shipped in addition to a considerable amount of green lumber. 
It was stated that under a 72-cent rate, 75 per cent of the ship- 
ments of dry lumber would have moved by rail. 

Prior to 1920, said the report, west coast lumber moved to 
market largely by rail. Approximately 75 per cent of the total 
production of members of the West Coast Lumbermen’s Asso- 
ciation, which supported the railroads in this effort to regain 
tonnage, moved in that manner. Water transportation then was 
practically restricted to off-shore business with foreign countries 
and the coast-wise trade in California, the report said. 

“Since then,’ says the report, “the proportions of rail and 
water shipments have been practically reversed. This shift has 
been due to the large intercoastal trade through the Panama 
Canal, which has developed since 1920. To the markets east of 
Chicago, which were formerly supplied almost exclusively by rail 
shipments, the intercoastal water movement is now said to be 
approximately four times the movement by rail.” 

A move to meet water competition was made by the railroads 
in December, 1921, when a rate of $1.065 from the Pacific coast 
to trunk line and New England territories was reduced to 90 
cents. At that time, the report said, the average intercoastal 
rate was $20 a thousand board feet. The rate went down to 
$15 and $9.75 but the report said that those rates did not carry 
much tonnage. The rate, it said, became stabilized, after the 
Shipping Board act became effective at $12 a thousand feet. The 
railroads, the report said, while saying that water competition 
caused them to make the rate of 90 cents, did not regard the 
competition with seriousness. Early intercoastal rates, the re- 
port said, established a market for Pacific coast lumber in the 
east. Reductions progressively made by the intercoastal lines 
enabled the latter to reach inland destination territory from the 
Atlantic seaboard and from originating territory through the 
Pacific ports, resulting in the loss of much traffic by the all-rail 
routes to the intercoastal routes. 

Western lines, the report said, for a long time considered 
means whereby they might regain lumber traffic, except the 
port-to-port traffic. They proposed the suspended rates as soon 
as they could obtain the concurrence of the railroads east of 
the Illinois-Indiana line. The latter opposed the reductions for 
a long time. 

From 1924 to 1933, both inclusive, the total movement via 
the Panama canal rose from 1,658,152 tons to a maximum of 
2,587,768 in 1928. It fell from that to a low of 1,160,789 tons 
in 1932 and rose in 1933 to 1,442,141. 

Western lumber interests, in recent years, the report said, 
had endeavored to obtain, and were obtaining, lower transpor- 
tation costs by means of inland waterways and trucks in con- 
nection with the intercoastal routes. The competition of the 
intercoastal lines extended, added the report, not only to lum- 
ber from the Pacific tidewater mills to points adjacent to the 
eastern seaboard, but also to lumber moving from such mills 
to points on the Great Lakes and on the Ohio and Mississippi 
Rivers and points within trucking distances thereof and also 
to lumber moved by rail or truck from western interior mills 
to Pacific coast’ ports, thence to points on and adjacent to the 
Atlantic seaboard. The report said that lumber had been mov- 
ing in substantial volume by truck from interior mills to Pacific 
ports for distances up to 350 miles, thence to be reshipped by 
water. Requests for reduced rates westbound to the Pacific 
ports, the report said, had been made and the mills had in- 
sisted that unless the railroads made they would be of neces- 
sity resort to trucking service. 

The situation in the east was claimed to be equally dis- 
turbing in that Pacific coast lumber manufacturers had estab- 
lished storage and distribution yards on the Atlantic seaboard 
to which cargo lots moved by water and from which distribution 
was made by truck, rail, or by the use of inland waterways 
and the Great Lakes to eastern and inland states. The move- 
ment of intercoastal lumber through Atlantic ports to central 
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territory, the report said, began in substantial volume in 1931. 
Fourteen large yards, it said, had been developed primarily for 
handling west coast lumber, the Weyerhaeuser Timber Co. hav- 
ing extensive lumber depots or warehouses at Baltimore, Md., 
Newark, N. J., and Portsmouth, R. I. 

A factor in the situation, the report said, had been an ex- 
tensive expansion in truck deliveries of lumber shipped from 
the west coast mills to ports and distribution yards on the 
Atlantic coast and its connecting waterways. A survey made 
by the West Coast Lumbermen’s Association in 1932, the report 
said, showed that approximately 40 per cent of the lumber 
shipped by vessel to the Atlantic seaboard was consumed in the 
port districts themselves; 37.2 per cent moved inland from the 
Atlantic ports to points of consumption by truck or canal, and 
22.8 per cent was reshipped to inland points by rail. Of the 
lumber shipped inland from the Atlantic port districts in 1931, 
the report said, 56 per cent moved by truck, and in 1932, 62 
per cent. Truck rates, it added, were lower than the back haul 
rail rates, particularly for distances up to 75 or 100 miles. 
The report said the transfer and loading charges for rail move- 
ment had contributed materially to the truck movement. Many 
inland retail lumber yards, it said, were using their own equip- 
ment to obtain lumber from the port terminals. That had been 
facilitated by the maintenance of large assorted stocks at the 
distribution yards. 

Another factor influencing the movement of lumber into 
eastern states by water, the report said, was the reshipment 
of lumber by barge up the Mississippi River, and its tributaries. 
This movement, it said, began in 1932 and now extended to Chi- 
cago, St. Louis, Cincinnati, Peoria and other river points. This, 
according to reports to the West Coast Lumbermen’s Associa- 
tion, showed a movement of Douglas fir up the Mississippi River 
amounting to 663,000 feet in 1933, 1,077,000 feet in 1934, and 
2,732,000 feet in 1935 up to June 1. Additional business booked 
but unshipped on that date amounted to 1,050,000 feet. The 
report said that while this movement was yet small in volume 
additional shippers were contemplating its use. Preliminary 
investigations also were under way, said the report, looking 
toward the establishment of additional storage and distribution 
yards at a number of inland points. 


“In other words,” says the report, “it is insisted that the 
same development is coming about as that which occurred on 
the Atlantic coast and that once these investments, distribu- 
tion methods and selling connections are established, it will be 
difficult to change them. For these reasons, respondents felt 
that the inroads on the traffic could no longer be ignored and 
that unless some action were taken to meet these situations 
they would be out of business entirely.” 


In determining the measure of rates, various factors, the 
Commission said, were considered. After considering the 
weights of lumber as shipped the railroads came to the con- 
clusion that the present intercoastal charges on a commercial 
selling unit a thousand board feet averaged about $9.60. From 
this they determined that the port-to-port charge a 100 pounds 
was 35.5 cents, to which should be added insurance and han- 
dling charges of 2.5 cents. It was anticipated that the proposed 
rate of 72 cents would enable respondents to compete with 
the water lines on equal terms when the transportation charge 
from the interior western shipping point to the eastern port or 
from the Atlantic port to the interior destination, was 18 cents 
or more; or where the combination of the charges from the in- 
terior point to the Pacific port plus the transportation charge 
from the Atlantic port to the interior destination was 18 cents 
or more. 


Based upon these figures lumber producers on the Pacific 
coast calculated the spreads in favor of the water routes to 
representative destinations in comparison with the proposed 
rate of 72 cents ranged up to as much as 28 cents. The greatest 
spreads were generally to territory where respondents did not 
anticipate that they would be able to compete with the water 
routes. On certain lumber items, mostly in the upper grades, 
the spreads, the report said, were slightly in favor of the rail 
lines. To some points in Indiana and Michigan the differences on 
specific items, the report said, varied on the all-rail routes, but on 
others they were in favor of the water routes in amounts ranging 
from 1.5 to 23 cents. The proposed rates, the report said, were in- 
tended to apply on such articles as were adapted to and actually 
moved in volume by way of the intercoastal lines. 

Southern lumber producers, who opposed the reduced rates, 
said that the change in conditions that would be brought about 
were the reduced rates allowed to become effective would be 
prejudicial to them. They said they could successfully com- 
pete with each other on substantially equal freight rates. 

The Commission said there was no contention that the 
proposed rates were not below a maximum reasonable level. 
Midwest manufacturers of mill work, such as sash, and doors, 
the Commission said, claimed that the proposed reductions 
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would result in undue prejudice to them. There was no claj 
said the Commission, that the proposed rate would prefer - 
and door mills on the west coast. 

The intercoastal lines claimed that if the proposeg Patel 
took effect it would be impossible for them to compete with 4, 
rail lines at any distance west of the Atlantic seaboard: thy 
the proposal had for its purpose the confining of intercoasty 
transportation to that moving from port-to-port, which Wouli 
result in a substantial revenue loss to them. They Claime 
that this would be contrary to the declared policy of Congrey 
as expressed in section 500 of the transportation act. 7 

To support a contention that the railroads had gone Joy» 
than necessary to meet the competition, protestents pointe: 
out that the differences in favor of the water-rail routes ungg 
the suspended rates would be substantially less than in 1931-2: 
when intercoastal rates were lower, but nevertheless the all-rgj 
lines continued to handle a substantial portion of the traffic. | 

The Commission said that although there was nothing dy. 
inite as to the exact amount of the revenues which it yx 
hoped to recover, the record justified the conclusion that lumbe 
shippers would use the all-rail lines to a greater extent tha 
at present if the reduced rates were established, and that , 
substantial increase in net revenues to respondents would p 
sult. The Commission found that the rates proposed wouli 
not result in undue prejudice to other producers of lumber 

Accordingly, the net result to the rail carriers concerne 
being a revenue increase, the Commission said, it could not fin 
in the proposed rate situation any changes in established rate 
structures which would be harmful to the public interest, hay. 
ing in mind its responsibility for railroad earnings in general, 

The Commission said it was claimed that the proposed rate 
would affect marketing and distribution to an unlawful degre 
in that an improper relation with the rates from the other terri. 
tories would result and thus adversely affect the revenues oj 
the protesting southern and southwestern carriers. There was 
no indication, the Commission said, what the proper relation 
should be, or what revenue losses, if any, might result if the 
protesting carriers reduced their rates, except an estimate made 
by certain southwestern lines, the amount of which was de 
pendent on the extent to which they might deem it necessary 
to reduce their rates. 

Whether the proposed rates would change the situation, 
the Commission said it could not foretell. But, it said, it was 
not convinced that the record supported the conclusion that 
the proposed rates of themselves would cause such a shift in 
marketing and distribution as to impair the revenues of the 
carriers generally. Counsel for the many interests involved in 
this case, the Commission said, had alike urged on it, with 
great earnestness, what they respectively saw as the results 
likely to flow from its action in this case. 

“We are deeply sensible of our responsibilities in such a 
situation,” said the Commission. ‘While it is proper for us, 
particularly in view of section 15a of the act to consider the 
effect of our action in any given case, yet, after all, there are 
certain basic considerations which are controlling in a cas: 
like the one before us. It must be borne in mind that the 
primary right to make rates rests with the carriers and to 
adopt such a policy of rate making as to them seems wise... 
We do not believe it possible to predict with definiteness just 
what the result of the proposed rates may be. They are pro- 
posed with a definite limitation for the reason, as freely ad: 
mitted by the respondents, they are purely an experiment. 
Which set of prophesies as to the results will prove correct 
can only be determined by the future . : . The respondents may 
be mistaken in their judgment as to the effect of these reduc- 
tions, but that fact is not determinative of the lawfulness or 
unlawfulness of the rates in question. They are entitled as a 
matter of right to make the experiment unless upon this record 
we can say that their action or its probable results will violate 
some provision of the act.” 

In disposing of the case the Commission said: 















Upon this record we find that the proposed rates on lumber, in 
carloads, from the Pacific coast to official classification territory 
here considered will not be unreasonably low and have not been 
shown to result in undue prejudice or in violation of any other pro- 
vision of law. We accordingly find the schedules have been justified. 
However, we shall expect the respondents to publish, on one day’ 
notice, permission for which is hereby granted, a revised description 
of the items upon which the rates found justified are to apply, which 
description was proposed at the hearing and is set forth in the report, 
eliminating therefrom the item of “‘pickets.’’ We also expect all parties 
to keep records which will throw light on the results of this ex 
periment. 


Commissioner Splawn, with whom Commissioner Miller 
joined, concurring in part, said that he agreed that the Com 
mission should permit the proposed schedules to become effec: 
tive, but that he did not agree with what he called the dicta and 
discussion as to undue prejudice. 

Commissioner McManamy, dissenting in part, said that with 
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nding that no undue prejudice would be created by the 

osed rates he would disagree. To his mind, he said, the 
ane showed that the change in the long-established relation- 
on of rates between the Pacific coast regions and the south 
‘ he southwest would deprive the southern and southwestern 
ae oducers of markets which they had long enjoyed unless simi- 
jar reductions were made by southern and southwestern car- 
riers, Which, he said, the Commission had no right to expect. 
He also disagreed with an admonition given by the majority to 
ive further consideration to the question of rate relationships. 

Chairman Tate and Commissioner Mahaffie did not partici- 
pate in the disposition of this case. 


BERRIES BY SEATRAIN 


Competition by Seatrain Lines, Inc., and trucks, has brought 
a reduction in rates on berries, in water, or in their own juice 
or sugared, when chilled or frozen, from southern Louisiana 
via New Orleans to New York from $1 a 100 pounds to 90 
cents. The Commission, in answer to fourth section applica- 
tion No. 15862, berries to New York, N. Y., by means of fourth 
section order No. 12003, has given relief from the long-and-short- 
haul part of section 4 so that the railroads may meet that com- 
petition without reducing rates at intermediate points. The 
relief Was given to parties to Curlett’s tariff I. C. C. No. A-418, 
except the Tennessee Central Railway. The rate is to apply 
on carloads of a minimum of 40,000 pounds from New Orleans, 
Ponchatoula, Hammond, and Gonzales, La., and, across the 
Louisiana line, from McComb, Miss., to New York, N. Y. 

No opposition to the relief sought was presented, the re- 
port said. The application was based on the ground that the 
4) cent rate was necessary to meet truck and water competition. 

According to the report this berry traffic which the rail- 
roads are seeking to regain moves by truck to New Orleans 
for distances ranging up to 100 miles at an average charge of 
15 cents a 100 pounds and thence by Seatrain to the metropolitan 
area. Private refrigerator cars, the report says, are loaded at 
Belle Chasse, La., a point within the switching district of New 
Orleans, and the entire car transported by Seatrain to Hoboken. 
Two car-carriers are in regular operation, each of 4,927 gross 
tons register. Vessels, says the report, leave New Orleans 





the fi 







| every Wednesday evening and arrive at Hoboken the following 


Tuesday morning. June 25, 1934, a rate of 40 cents, minimum 
50,000 pounds, was established on berries by Seatrain for the 
movement from New Orleans, plus a refrigeration charge of 
{25a car. This rate, says the report, applies only to Hoboken. 
To make deliveries at other points in the lighterage limits of 
the metropolitan area an additional charge of 5 cents, minimum 
$35 for a shipment, is added for the lighterage service. The 
Seatrain rate prior to June 25, the report said, was 50 cents, 
minimum 50,000 pounds. In the shipping season while that 
rate was in effect 10 cars moved over all-rail routes from the 
Hammond district to New York, said the report. Seven cars 
were handled by Seatrain after the 40 cent rate was estab- 
lished. Several other water lines operate between New Orleans 
and New York, says the report, but because of refrigeration re- 
quirements they have been unable to handle this berry traffic. 

“Applicants have not transported any of the traffic from 
and to these points since June 25, 1934,” says the report, “but 
believe the proposed rate will attract some tonnage to their 
lines. The average time in transit over all-rail routes approx- 
imates three days. A refrigeration charge of $85 per car applies 
on this traffic over applicants’ routes from these origins to 
New York. The proposed rate would be applied over direct and 
indirect routes with departures from section 4 occurring at 
origins and destination. There are relatively few departures 
over the direct routes.” 


Over the direct route to New York from New Orleans the 
distance is 1,345 miles. Over a route 1,392 miles long the Com- 
mission said the proposed rate would yield 12.9 mills a ton- 
mile, 25.9 cents a car-mile, and $360 a car. From McComb, Miss., 
the direct route distance to New York is 1,319 miles. Over an 
indirect route of 1,893 miles composed of the Illinois Central to 
New Orleans, Louisville & Nashville to Cincinnati, O., the Big 
Four to Cleveland, the New York Central to Erie, Pa., Pennsyl- 
vania to Nanticoke, Pa., and the Central of New Jersey be- 
yond, 44 per cent circuitous, the Commission said the 90 cent 
rate would yield 9.5 mills a ton-mile, 19 cents a car-mile, and 
$360 a car. Those, the Commission said, were the lowest ton- 
mile and car-mile earnings shown of record. In disposing of 
the case the Commission said it concluded that relief was justi- 
fied on the ground of existing truck and water competition and 
that the proposed rate of 90 cents was reasonably compensatory 
for application over routes coming within the limitations of 
the order. The only limitation other than that of the lowest 


combination is that the relief shall not apply to circuitous routes 
ad which relief in connection with the class rates is au- 
orized. 
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TRUCK COMPELLED EXGEPTIONS 


In a supplemental report, the seventh, written by Commis- 
sioner McManamy, in No. 17000, part 2, western trunk line 
class rates, embracing also Ex Parte 87, Sub. No. 1, class rates 
within western trunk line territory, the Commission, on recon- 
sideration, has modified finding 14 (revised) of its sixth supple- 
mental report, 204 I. C. C. 595, to the extent of removing there- 
from any requirement that interterritorial rates between western 
trunk line and official territories be govened by intraterritorial 
truck-compelled classification exceptions of general application 
maintained within those territories. It has also made correc- 
tions in interterritorial class 1 key rates prescribed in finding 8 
(revised) and set out in appendix W to the sixth supplemental 
report. 

The carriers asked the Commission to amend its sixth sup- 
plemental report or announce an interpretation of its language 
or to stay so much of the order as might be pertinent or to adopt 
such other appropriate course as it might elect, as to exclude 
from prescribed interterritorial readjustment, the application 
of those general exceptions which had been published within 
western trunk line and official territories, in experimental efforts 
to meet truck competition. 

Inasmuch as the classification exceptions were not excluded 
Commissioner McManamy said they fell within the meaning of 
that finding if they were of general application. Therefore, he 
said, it was not a question of interpretation but rather of de- 
termination whether to modify the finding by excluding those 
exceptions. 

In support of the proposal to have the application eliminated 
the railroads said that the growth of truck competition ii recent 
years was so notorious as to require no extended discussion. 
They pointed out that to meet this competition they had been 
forced to varying methods and policies. One of the methods, 
they said, was the publication of exceptions to the classifications. 
The railroads said that they had confined the exceptions to 
as small an area as called by the range of motor transporta- 
tion. They contended that it would be an unfortunte punish- 
ment to require the extension of the unduly low rates com- 
pelled by this competition throughout the country from the 
Atlantic Ocean to the Rocky Mountains. They said that that 
would be the effect if the Commission did not exclude the appli- 
cation of these exceptions. 

Seven key rates were corrected as follows: Between Bangor, 
Me., and Dodge City, Kans., 337 cents instead of 327 cents; 
Atlantic City, N. J., and Mexico, Mo., 190 instead of 200 cents; 
Calais, Me., and Dodge City, Kans., 349 instead of 339 cents; 
Portland, Me., and Dodge City, Kans., 324 instead of 314 cents; 
Cambridge, O., and Atlantic, Ia., 172 instead of 192 cents; Cam- 
bridge, O., and Shenandoah, Ia., 177 instead of 199 cents, and 
Erie, Pa., and Worthington, Minn., 190 instead of 191 cents. 

Commissioner Aitchison noted a concurrence in the results 
and Chairman Tate and Commissioner Mahaffie did not par- 
ticipate in the consideration of this report. 


COMMISSION REPORTS 


Calves 


No. 26502, Wilson & Co., Inc., of California et al. vs. T. & P. 
et al. By division 5. Dismissed. Charges, calves, North Fort 
Worth, Tex., to Los Angeles, Calif.. imposed on shipments, 
April 27, 1932, to April 10, 1933, not shown to have been un- 
reasonable. Complainants contended, the report said, that the 
charges assailed, calculated on the basis of a rate of 98.5 cents, 
were unreasonable to the extent they were in excess of charges 
arrived at on the basis of the cattle rate and minima applied 
as they contended they should have been applied. 


Steel Tug Boat 


No. 26746, Stevens Brothers-Miller Hutchinson Co. vs. N.‘O. 
& N. E. et al. By division 5. Carload rating in southern classi- 
fication and rate charged, one steel tug boat shipped from New 
Orleans, La., to Sheffield, Ala., February 9, 1933, unreasonable 
to the extent the rating and rate exceeded or might exceed 
fourth class rating and a fourth class rate of 83 cents, minimum 
34,000 pounds, subject to Rule 34, provided that authorized emer- 
gency charges might be added. An applicable first class rate 
of $1.58 was charged. New rating and rate to be established 
not later than November 21. Reparation of $201.96 awarded. 


Empty Steel Containers 


No. 26595, Socony-Vacuum Oil Co., Inc., vs. Lehigh Valley 
et al. and two sub-numbers thereunder, Wadhams Oil Co. vs. 
C. M. St. P. & P. et al. and White Star Refining Co. vs. D. T. 
& I. et al. By division 5. Dismissed. Rates, 147 carloads, empty 
steel containers, Cleveland, O., to Paulsboro, and Bayonne, N. J., 
Detroit and Flat Rock, Mich., and Milwaukee, Wis., applied on 
shipments made between October 5, 1931, and August 18, 1933, 
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found inapplicable. The only issue, the report said, was whether 
the applicable rates on some of the containers were the exacted 
rates on steel barrels or drums, or the lower rates contempo- 
raneously in effect on steel and tin cans. The Commission found 
that the applicable rates were fourth class, minimum 14,000 
pounds, subject to Rule 34 on 123 carloads of 10-gallon and 12%- 
gallon containers, and Rule 26 rates, minimum 14,000 pounds, 
subject to Rule 34, on 24 mixed carloads of such containers 
and 17 to 19 gauge steel drums. The Commission found that 
the complainants had not established their right to reparation 
and therefore denied it. 


Scrap Leather 


No. 26648, National Utilization Corporation vs. Erie et al. 
By division 5. Dismissed. Authorized emergency charge, 2 
cents, scrap leather, carloads, Endicott and Johnson City, N. Y., 
to Norfolk, Va., not shown to have been unreasonable. 


Scrap Iron 


No. 26672, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. C. & O. et al. By division 5. Rates charged, scrap iron, 
$6.55 a net ton, Charleston and Russellville, S. C., to Ashland, 
Ky., inapplicable. Applicable rate found to have been $6.50. 
That rate not unreasonable. Reparation of $3.16 awarded. 


Glass 


Fourth section application No. 15849, glass from Kingsport, 
Tenn. By division 2. Carriers, other than the Tennessee Cen- 
tral, respondents and defendants in Blue Ridge Glass Corpora- 
tion vs. Akron & Barberton Belt, 201 I. C. C. 421, and other car- 
riers parties to Sperry’s I. C. C. 208, Jones’ I. C. C. No. 2607, 
Curlett’s I. C. C. Nos. A-418 and A-419, and Young’s I. C. C. 
No. 1281, authorized, in fourth section order No. 11997, to estab- 
lish rates, glass, carloads, Kingsport, Tenn., to destinations in 
official territory, without observing the long-and-short-haul part 
of section 4. 

Building Woodwork 


No. 26594, Panhandle Lumber Co. et al. vs. Fort Worth & 
Denver City et al. By division 2. Carload rate charged, build- 
ing woodwork, Amarillo, Tex., to Cheyenne, Wyo., shipped in 
November and December, 1932, unreasonable to the extent it 
exceeded 40 cents. Reparation of $111 ordered to be paid not 
later than October 21. Commissioner Meyer dissented. 


Crushed Stone 


No. 26640, Currie Construction Co. et al. vs. C. B. & Q. 
et al. By division 5. Dismissed. Rate and switching charge, 
crushed stone, Quartzite, Minn., to Creston, Ia., applied on ship- 
ments between October 1 and December 15, 1931, not unrea- 
sonable. 

Cattle 


No. 26726, Jake Burkhardt vs. Southern Pacific et al. By 
division 5. Dismissed. Charges collected, cattle, Denver, Colo., 
to South San Francisco, Calif., in October, 1931, found applicable. 


Scrap Iron and Steel 


No. 26607, L. Berman & Son vs. C. & O. et al. By division 
5. Rates, scrap iron and steel, points on the Chesapeake & 
Ohio in West Virginia to Portsmouth, O., and Ashland, Ky., not 
unreasonable or otherwise unlawful. Rates, like traffic, points 
on the Virginian in West Virginia to the same destinations not 
unreasonable in the past, but unreasonable for the future to the 
extent they may exceed 70 per cent of the basic scale prescribed 
in Iron and Steel Articles, 155 I. C. C. 517, plus 20 per cent 
of the arbitrary applicable on first class traffic from branch sta- 
tions. New rates are to be effective not later than November 
21. Commissioner Porter dissented from the finding of the ma- 
jority that the rates assailed from points on the Virginian were 
not unreasonable in the past. 


Automatic Stokers 


No. 26747, Montana-Dakota Power Co. vs. Great Northern. 
By division 5. Dismissed. Rate, automatic stokers, k. d., car- 
loads, Fairview, Mont., to Kincaid, N. D., not shown to be 
unreasonable. 
Ex-Lake Coal 


No. 26792, Central Illinois Electric & Gas Co. et al. vs. Belt 
Railway Co. of Chicago et al. By division 5. Dismissed. Rate 
charged, 28 carloads, ex-lake coal, South Chicago, IIl., to Rock- 
ford, Ill., not shown to have been unreasonable. The coal was 
shipped in September, 1931. A rate of $1.58 a net ton was as- 
sessed. Reparation was sought to the basis of a rate of $1.15 
a ton prescribed in South Chicago Coal & Dock Co. vs. Belt 
Railway Co. of Chicago, 185 I. C. C. 501. 


Strawboard 


I. and S. No. 4099, strawbhoard from Mt. Carmel, IIl., to 
Elgin, Ill, 


By division 4. Proposed restriction of interstate 
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routing in connection with the rate, strawboard, carloads tty 
Mt. Carmel, Ill., to Elgin, Ill, which would result in incre 
rates on that commodity from Terre Haute, Ind., to Chicago , 
Elgin, Ill., found justified. Order of suspension vacateg ad 
proceeding discontinued. The Commission found rates gy 
cents to Chicago and 19 cents to Elgin from Terre Haute, whi 
would result from the restriction in routing, would not be wl 
reasonable. The Commission said those rates Were the Sane 
in amount as those at present maintained to those points ;, 
carriers other than the Big Four. Under ani intermediate 
Terre Haute took the rate applicable from Mt. Carmel for Many 
years prior to January 15, 1934. Tariff changes effective , 
the day mentioned and later dates resulted in a present rate 
of 14 cents from Mt. Carmel to Chicago, which the report gi 
was not applicable over the Big Four route via Terre Haut: 
Ind., but was restricted to routes west of the Illinois-Indjg, 
boundary except a route extending northwardly over the Big 
Four to Danville, Ill. and the New York Central beyond, © 


Old Bags or Bagging 


Fourth section application No. 15715, bags and bagging , 
Memphis, Tenn. By division 2. Parties to Speiden’s I. ¢,¢ 
Nos. 797 and 798, except the Tennessee Central, authorized jj 
fourth section order No. 11999, to establish and maintain raty 
old bags or bagging, in bales, carloads, from north Atlantic por 
to Memphis, Tenn., over water-rail routes through Norfolk ay 
south Atlantic ports without observing the long-and-short-hayj 
part of section 4. The desire of the applicants, which wa 
granted in the relief order, was to establish rates the same 4 
were contemporaneously in effect over the so-called Norto, 
Va., route on a 40,000 pound minimum. The relief is subjeg 
to the conditions that the rates to higher rated intermediat 
points shall not exceed the tenth class rates, shall not exces; 
the lowest combination, and be subject to the 3314 per cen 
circuity rule. ° 

Imported Binder Twine 


Fourth section application No. 15005, binder twine fron 
Texas ports and Lake Charles, La. By division 2. Suppl 
mental report. Relief granted in connection with the forme 
report 201 I. C. C. 712, modified, in supplemental fourth section 
order No. 11617 so as to permit the applicants to establish ani 
maintain over their routes on and east of the Chicago, Rock 
Island & Pacific through Oklahoma and Kansas rates, imported 
binder twine, from Texas ports and Lake Charles, to points 
in western trunk line territory the same as reduced emergency 
rates from New Orleans, La. The emergency rates from New 
Orleans are dated to expire December 31. The relief is limited 
so that the rates to higher rated intermediate points shall not 
exceed those from New Orleans; that the rates to other higher 
rated intermediate points shall not exceed rates constructed 
on the basis of 40 per cent of the contemporaneous first class 
rates prescribed or approved in the southwestern revision from 
Texas Gulf ports and Lake Charles and that the relief shall 
not apply to any rate which yields less than 10 cents a car-mile. 


Pampa Extension Rates 


Fourth section application No. 14733, Fort Worth and Denver 
City Railway rates, and No. 14740, rates from and to Welling 
ton and Dodsonville, Tex. By division 2. Fort Worth & Denver 
City and its connections authorized, in fourth section order 
No. 12000, to establish and maintain interstate class and com 
modity rates between points in Texas on the recently cor 
structed Pampa, Tex., extension and the Missouri-Kansas-Texas 
Railroad of Texas, on the one hand, and points in the United 
States, on the other, without observing the long-and-short-hall 
provision of section 4, the same as those concurrently in effect 
over competing lines or routes. The Commission said that the 
relief with respect to class rates and rates made percentages 
thereof would be denied with the effective date of the order 
entered in the twenty-first supplemental report in the south 
western revision. 

Road Building Materials 


Fourth section application No. 13731, road building matt 
rials in southern territory. By division 2. Supplemental reper! 
Fourth section relief granted on road building materials betweel 
points in southern territory in 172 I. C. C. 100 and 183 I. C. ¢. 
315, modified by third supplemental fourth section order No. 
10537, so as to include rates from Key West, Fla., to points 2 
Florida on materials imported from Cuba. 


Coal to Keokuk, la. 


I. and S. No. 3997, coal from Illinois to Keokuk, Ia. BY 
division 4. On further hearing findings in prior report, 2! 
I. C. C. 94, that proposed reduced rates, fine bituminous coal, 
points in the Springfield and Fulton County groups and portions 
thereof had not been justified, affirmed. Proceeding discol 

(Continued on page 311) 
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GROUP COMMODITY RATE RELIEF 


XAMINER Alfred G. Hagerty, in fourth section application 
E No. 15125, commodity rates between western trunk line terri- 
tory and points west of the Missouri River, has recommended 
that parties to a large number of Boyd, Sedgman, and Union 
Pacific tariffs be authorized to Maintain, in and between west- 
ern trunk line territory and points west of the Missouri River, 
commodity rates higher for shorter than for longer distances in 
hauling traffic over circuitous routes and between points where, 
in meeting the direct or short line rates over circuitous routes, 
the haul is necessarily through higher-rated groups situated on 
such circuitous routes intermediate to the origins and destina- 
tions. By this relief it would be possible for the railroads to 
continue a commodity group adjustment that was planned in 
1888 soon after the passage of the old act to regulate commerce. 

The application, Hagerty said, did not relate to any new 
experimental measure, but rather was merely an undertaking 
now to justify the departures and to seek renewal and con- 
tinuance in a more permanent form of the temporary authority 
by virtue of which the applicants, for more than two decades, had 
been permitted to disregard the long-and-short-haul part of section 
4in the maintenance of the commodity rates in question. Pre- 
viously when given an opportunity, in September, 1931, Hag- 
erty said, the railroads failed sufficiently to justify departures 
and the temporary authority given by reasons of applications 
filed prior to September 19, 1911, was withdrawn, as of a day 
specified, which has been changed from time to time. 

Business interests at Mason City, Ia., Lincoln and Beatrice, 
Neb., made some opposition to grant of relief. Examiner Hag- 
erty said the three opposing interests, however, although osten- 
sibly assuming an attitude of protest established, by their own 
testimony, that their real object was to procure the benefits 
they believed themselves entitled to, and which they hoped to 
receive, if the relief sought was granted. He said that if relief 
were denied they neither gained nor lost. 

Expert opinion, the examiner said, voiced by many traffic 
witnesses and contradicted by none, was to the effect that the 
articles moving on the commodity rates would be diverted in 
substantial volume to the highways if the present group com- 
modity rate adjustment were distributed; particularly if any of 
the commodity rates were increased. He said the corresponding 
class rates would not move the traffic in question. 

The examiner said that the facts and circumstances estab- 
lished by the evidence presented a “special” case within the 
meaning of the fourth section, and justified the authority sought 
without restriction or limitation with one exception. That ex- 
ception, he said, was in reference to departure routes which 
did not require movements from lower rated groups through 
higher rated groups and thence to destinations in lower rated 
groups, and where circuity alone was the only justification for 
maintaining higher rates at intermediate points. There, he said, 
the equi-distance clause was mandatory and must be observed. 
The equi-distance limitation, he said, was the only one that had 
to be observed other than the customary restrictions that the 
rates to and from intermediate points on circuitous routes should 
In no case exceed the lowest combinations and should not be 
increased without authority of the Commission. 


PROPOSED REPORTS 
Oil Well Commodities 


No. 15750, Prairie Pipe Line Co. vs. Arkansas Western et al. 
and No. 24514, Prairie Pipe Line Co. vs. A. T. & S. F. et al. 
By Examiner E. L. Glenn. On further hearing amounts of rep- 
aration due complainants, shipments of iron and steel pipe, 
casing, iron and steel tanks, tank material, rig irons, well-boring 
outfits, oil-well supplies, and derricks, between points in Okla- 
homa, Kansas, and Texas, under findings in title case, 195 I. C.C. 
486, and in No. 24514, 194 I. C. C. 108, determined and recom- 
mended to be paid. 


Machines and Machinery 


_ Fourth section application No. 15746, machinery and ma- 
chines from southern to official territory, including border points. 
By Examiner Arthur Kettler. Recommended that the Commis- 
cay deny an application of carriers represented by J. E. Tilford 
for authority to establish rates, machinery and machines, points 
i southern territory to destinations in official-Illinois territory 
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including border points without observing the long-and-short- 


haul part of section 4. The rates proposed would be on the basis 
of 31.5 per cent of first class over all routes over which class 
rates were applicable and it was proposed to continue rates 
on a basis of 40 per cent of first class to intermediate des- 
tinations in southern territory and also from intermediate 
origins in that territory. The principal issue, the examiner said, 
was whether the rates to the intermediate points in southern 
territory might lawfully exceed the rates to more distant points 
on the border and within official-Illinois territory on all routes. 


Bituminous Coal 


No. 26927, Hickman Lumber Co. vs. D. & R. G. W. et al. 
By Examiner R. G. Taylor. Rates, bituminous lump coal, 
Crested Butte, Bulkley (Mine), Baldwin, Phippsburg, Pinnacle 
(Spur), Oak Hills, Haybro, and Mt. Harris, Colo., to North Platte, 
Neb., proposed to be found unreasonable to the extent that they 
exceeded $4.85 from the Oak Hills district and $5.60 from the 
Crested Butte-Baldwin district. Reparation proposed. 


COMMISSION REPORTS 


(Continued from page 310) 

tinued. In the original report the Commission found not justi- 
fied the reduced rates proposed by the Wabash and the Toledo, 
Peoria & Western. The Wabash asked for and received a fur- 
ther hearing. The proposal which has again been disapproved 
was to reduce the rates to Keokuk from the Fulton County rate 
group from $1.01 to 89 cents in connection with the T. P. & W., 
and from the Springfield group from $1.41 to $1.29 in connec- 
tion with the Wabash. The Commission found that the reduc- 
tion in the rate on fine coal from Springfield proper and nearby 
points in Keokuk, if permitted to become effective, would lead 
to a disruption of the rate structure on coal from Illinois and 
Iowa, thus impairing revenues of the carriers serving that terri- 
tory and their ability to provide the adequate and efficient 
transportation service contemplated by section 15a. This find- 
ing, the Commission said, was further warranted by the fact 
that there was now before the Commission a question of a 
general readjustment from the Illinois bituminous coal rate 
groups to Iowa destinations, including Keokuk, in No. 26558, 
Midland Electric Coal Corporation vs. C. & N. W. et al., and 
cases consolidated therewith. It said the conclusions herein 
were without prejudice to the findings that might be made on 
the broader record. 


SANTA FE ABANDONMENT 


In a proposed report in Finance No. 10798, Atchison, Topeka 
& Santa Fe Railway Co. et al. proposed abandonment, Examiner 
J. S. Prichard has recommended that the Commission permit 
the Kansas Southwestern Railway Co. to abandon that part 
of its line from Geuda Springs to Arkansas City, Kan., and the 
Atchison, Topeka & Santa Fe to abandon the operation thereof. 
He has recommended that that part of the application relating 
to the proposed abandonment of part of the line extending from 
South Haven to Geuda Springs, be denied. The line proposed 
to be abandoned is approximately 21 miles long. The examiner 
said that if the section between Geuda Springs and Arkansas 
City were abandoned, thus eliminating the expenses mentioned 
by him, figures submitted by the applicants strongly indicated 
that the remainder of the segment could be operated without 
any loss to the Santa Fe system. He said the section east of 
Geuda Springs, with its high cost of maintenance, was of little 
or no use, and that the losses incurred from its operation had 
largely contributed to the alleged deficits from operation of the 
entire segment. The part from Geuda Springs to Arkansas City, 
the abandonment of which the examiner has recommended, is 
about 6.7 miles long. 


BURLINGTON ABANDONMENT 


Examiner Thomas F. Sullivan, in Finance No. 10792, Chi- 
cago, Burlington & Quincy Railroad Co. abandonment, has recom- 
mended that the Commission permit that carrier to abandon 
that part of its line extending from Clarinda to Norwich, Ia., 
approximately 13.5 miles long. The carrier estimated that the 
line incurred net deficits of $12,668 in 1932; $8,981, in the next 
year; $7,038, in 1934; and $3,349 in the first four months of 
1935. The examiner said the line was not used as part of a 
through route but that it constituted a rate-making short line 
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for some traffic. The effect of its elimination on shippers, he 
said, would be slight as compared with the present and pros- 
pective operating loss sustained and to be sustained by the 
Burlington. Abandonment was opposed on account of seven 
coal mines in the vicinity of Clarinda, all of which, the ex- 
aminer said, shipped their coal by truck. One of these mines, 
he said, had rail connection, but only one car had been shipped 
in the past three years. It was feared, however, that abandon- 
ment of the line would have a bad effect on coal rates in Iowa 
and tend to limit the market for the Iowa coal and result in 
reduced production. 


J. W. & N. W. ABANDONMENT 


The Commission, by division 4, in Finance No. 10564, James- 
town, Westfield & Northwestern Railroad Co. abandonment, 
and Finance No. 10574, Erie Railroad Co. acquisition, has au- 
thorized the Jamestown road to abandon, as to interstate or 
foreign commerce, its entire line extending from Jamestown to 
Westfield, N. Y., a distance of 32.5 miles. The authority granted 
is upon the condition that the carrier sell all its property, or 
at least its main line, and the J. W.-used terminals, to any re- 
sponsible person or persons offering, within 60 days, to buy 
the property for continued operation at a price equal to their 
fair net salvage value; and if and when the Jamestown, West- 
field & Northwestern abandons all its properties under the per- 
mission conditionally granted that the Erie acquire parts of 
the property described in Finance No. 10574, on the terms and 
conditions proposed. 

The Erie, in Finance No. 10574, asked for authority to ac- 
quire, if and when abandoned, certain parts of the Jamestown 
properties, namely, about one mile of the main line extending 
northward from Jamestown, terminal tracks in Jamestown al- 
ready used by the Erie, and additional terminal tracks in James- 
town used by the Jamestown, in all about 4.1 miles of main track 
and 1.4 miles of sidings. 

A proposed contract of sale between the Jamestown and the 
Erie covers the leased terminals, the Jamestown-used termi- 
nals, and the first mile north of Jamestown. It provides for 
payment of the purchase price, $360,000, in four installments of 
$90,000, one on delivery of the instruments of conveyance and 
one on the same day of each year thereafter until the full sum 
is paid, with 5 per cent interest, payable quarterly, on all de- 
ferred installments. 

Opposition to the proposed abandonment and sale claimed 
that local interests were prepared to offer $100,000 and $300,000 
in bonds for the entire property. At the argument counsel was 
not prepared, said the report, to state that the protestants could 
raise the money. The report said that testimony by bankers 
left no doubt that an offer involving. long term bonds would not 
be acceptable. The Commission said that if the Jamestown 
city interests intended to avail themselves of the opportunity 
to save the railroad, the circumstances required that they act 
with directness, certainty, and dispatch. It said a period of 
60 days should suffice for them to formulate and present an 
offer to buy the properties. If within that time, the report said, 
they were unable to marshal the necessary cooperation and 
resources, no alternatives other than those presented by the 
applicants would remain. 


COMMISSION ORDERS 


No. 22109, in the matter of rates on sand, gravel, crushed stone, 
etc., within the state of South Carolina. Joint petition of the South 
Carolina State Highway Department and South Carolina Public Serv- 
ice Commission for release from the thirteenth section order, denied. 
_ No. 26408, Standard Oil Co. (Indiana) vs. C. B. & Q. et al. Peti- 
tions of interveners, White Eagle Oil Corporation and Texas Co., 
for reconsideration of the question of reparation on shipments from 
Casper, Wyo.; petition of defendants for reconsideration and reargu- 
ment; and motion of complainant to deny defendants’ petition for 
reargument because it violates Rule XV (e) of the rules of practice, 
denied. Motion sustained. 

No. 26913, Town of Phillipsburg, N. J. et al. vs. B. & O. et al. 
and a sub-number thereunder, United States Pipe & Foundry Co. 
vs. Same. Complaints having been satisfied, complaints dismissed. 

No. 26917, Bauer & Black, division of the Kendall Co., vs. C. N. 
0. & FT. P. et al. _Complaint dismissed at the request of complainant. 

No. 26932, Mineral Products Co. vs. Central of Georgia et al. 
Complaint dismissed at the request of complainant. 

No. 26945, Independent Refining Co. et al. vs. A. T. & S. F. et al. 
Complaint having been satisfied, complaint dismissed. 

_No. 26961, McKain Co., Inc., vs. D. & H. Complaint having been 
satisfied, proceeding dismissed. 

No. 26969, Trenton Chamber of Commerce et al. vs. B. & O. et 
Complaint having been satisfied, proceeding dismissed. 

No. 26979. Western Carbon Co. vs. A. & S. et al. Complaint dis- 
missed at the request of the complainant. 

No. 27018, Belt Railroad & Stock Yards Co. et al. vs. Alton et al. 
Muncie National Stock Yards, Inc., permitted to intervene. 

Ex Parte No. 96, through routes and joint rates between In- 
land Waterways Corporation and other common carriers. Effective 


al. 


date of the order of May 4, 1938, as amended, has been postponed 
until March 3, 1926. 

Ex Parte No. 96, through routes and joint rates between Inland 
Waterways Corporation and other carriers. 


Effective date of the 
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orders of April 8, 1929, and February 
postponed until April 25, 1936. 

1. and S. No. 4093, paper boxes partly unloaded jin transi: 
Montana. Carriers having filed a tariff effective July 25, 1935. 
celing schedules under suspension, order of April 30 vacateg and 
aside and proceeding discontinued. ™ 

1. and S. No. 4100, rice straw from La. and Tex. to Topeka y, 
Carriers having filed a tariff effective July 15, 1935, canceling ge. 
ules under suspension, order of May 20 vacated and set aside ¢ 


14, 1931, as amended, furs 
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proceeding discontinued. akotas 4 
Il. and S. No. 4104, transit on live stick in California, Carr; n 
having filed a tariff effective August 5, 1935, canceling scheg, an 
under suspension, order of May 25, 1935, vacated and set aside - xport, hé 
proceeding discontinued. t Minne’ 
1. and S. No. 3977, classification ratings on revolving doors », ‘ Dulu 
tition of protestant, the Atchison Revolving Door Co., for recongjg,, nd 
tion of that part of the report on rehearing which is withoy ‘ ne, from 
judice to the filing of new schedules establishing ratings on revoliiy eduction 
doors of second class in official and western_ classification for have 
than carloads, and on carloads Rule 26 in official, and fourth «, o ha 
in southern and western classification, minimum 24,000 pounds, e dated 
ject to Rule 34, denied. “Beillers 0 
Finance No. 10882, Chicago, Milwaukee, St. Paul & Pacific p, 
road Co. reorganization. Thomas E. Noonan permitted to interye, 
No. 23818, State Corporation Commission of Virginia vs, Poy, 
sylvania et al. Petition of defendants for further postponemen , 
the effective date of the order, denied. , The 






No. 27043, Ohio Salt Co. vs. Ahnapee & Western et al. Duly 
Chamber of Commerce and Cutler Magner Co. permitted to interye, 

No. 26860, Albany Port District Commission vs. Ahnapee & Wey, 
ern et al. City of New York permitted to intervene. : 

No. 26976, Union Salt Co. et al. vs. Ahnapee & Western et 4 
Duluth Chamber of Commerce and Cutler Magner Co. permitted ; 
intervene. 

No. 11860, in the matter of intrastate rates and fares of ty 
Cc. B. & Q. and other carriers in the state of Montana. Chica, 
Milwaukee, St. Paul & Pacific Railroad Co. and other carriers pe. 
mitted to extend experimental passenger fares in intrastate commer 
in Montana from October 1 to March 31, 1936. 

No. 11863, Louisiana rates, fares and charges. New Orleans { 
Northeastern Railroad Co. permitted to extend experimental pa. 
senger fares in intrastate commerce in Louisiana from October | 
to and including March 31, 1936. 

No. 11830, in the matter of passenger and pullman fares, chargs 
for excess baggage, and rates on milk and cream applicable betwex 
points in the state of Ohio, Norfolk & Western Railway Co. pe. 
mitted to extend experimental fares to March 31, 1936. 

No. 12085, in the matter of intrastate rates, fares and charg 
of the Chicago, Milwaukee & St. Paul Railway Co. and other car. 
riers in the state of North Dakota. Chicago & North Western Raj. 
way Co. and other carriers and the Farmers’ Grain & Shipping ( 
permitted to extend experimental passenger fares in intrastate con- 
merce in North Dakota from October 1 to March 31, 1936. 

No. 13412, surcharges for transportation of passengers in sleep- 
ing or parlor cars between points in the state of Georgia. Southem 
Railway Co. and other carriers have been permitted to extend experi- 
mental passenger fares in intrastate commerce in Georgia from Oe. 
tober 1 to March 31, 1936. 

No. 14789, surcharges for transportation of passen~ers in sleeping 
or parlor cars between points in the state of North Carolina. South. 
ern Railway Co. and other carriers have been permitted to exteni 
experimental passenger fares in intrastate commerce in North Car- 
lina from October 1 to March 31, 1936. 

No. 12214, surcharges for transportation of passengers in sleepin: 
or parlor cars between points in the state of Alabama. Southen 
Railway Co. and other carriers permitted to extend experimental 
passenger fares in intrastate commerce in Alabama from October! 
to March 31, 1936. 

No, 19920, in the matter of fares of Chicago, North 
Shore & Milwaukee Railroad Co. and Wis- 


intrastate 
within states of Illinois 


consin. A. A. Sprague and Britton I. Budd, receivers for the Chi- 
cago, North Shore & Milwaukee Railroad Co., permitted further to 
extend experimental passenger fares from October 1 to March 3! 
1936. 


No. 11776, in the matter of intrastate fares and charges of the 
Chicago, Burlington & Quincy Railroad Co. and other carriers be- 
tween points in the state of Minnesota. Chicago, Burlington & Quincy 
Railroad Co. and other carriers permitted to extend experimenta 
passenger fares from October 1 to March 31, 1936 ’ 

No. 11703, in the matter of intrastate rates within the state 
Illinois. Southern Railway Co. permitted to extend experimental pas 
senger fares from October 1 to March 31, 1936. 

No. 11703, in the matter of intrastate rates within the state of 
Illinois. Mobile & Ohio Rail Road Co. (C. E. Ervin and T. M 
Stevens, receivers), permitted to extend experimental passenger fares 
from October 1 to March 31, 1936. 


No. 11703, in the matter of intrastate rates within the state of 
Illinois. Louisville & Nashville Railroad Co. permitted to extend ex- 
perimental passenger fares from October 1 to March 31, 1936. | 

Finance No. 8672, application of the New York Central Railroad 
Co. for certificate to acquire and operate lines of the Chicago, Attica 
& Southern Railroad Co.; also Finance Nos. 5690 and 5688, New York 
Central unification. Supplemental order of July 17, 1935, amended % 
as to extend the time prescribed for the filing of acceptance of the 
terms and conditions by the New York Central to September 3b, 
1935, for the acquisition and operation of the lines of the Chicago, 
Attica & Southern. 

Ex Parte No. 104, part 2, Kansas City Power & Light Compan) 
Terminal Allowance. Petition of Kansas City Power & Light Com- 
pany of August 8, 1935, for rehearing, suspension of tariffs, filed 
pursuant to the twenty-ninth supplemental report and order based 
thereon, and for other relief, denied. 

Fourth Section Application No. 13082 (amended), class and com- 
modity rates between points in Louisiana. Reopened for hearing at 
time and place as may hereafter be fixed by the Commission. Re- 
opening is on account of changes made in rates after the report 
Consolidated Southwestern Cases, 123 I. C. C. 203. 

No. 27048, Lehigh Valley Coal Sales Co. vs. Lehigh Valley et al 
Central Pennsylvania Coal Producers’ Association permitted to inter- 
vene. 

No. 27014, A. Bronstein et al. vs. the B. & O. et al. Peter G. Ten 
Eyck, Commissioner of Agriculture and Markets, State of New Yor, 
and Fruit Growers’ Advisory Board permitted to intervene. 

No. 26935, Agar Packing & Provision Co. et al. vs. Alton 
Railroad et al. Oscar Mayer & Co. permitted to intervene. 
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RELIEF FOR MINNEAPOLIS MILLERS 
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as to enable Minneapolis millers to bring in unusual 
s of wheat from the Missouri River and Duluth mar- 
ts to overcome the difficulties in their business produced by 
he unusual amount of rust in spring wheat produced in the 
‘akotas and Minnesota, the Commission, in No, 17000, part 7, 
ain and grain products within the western district and for 
port, has authorized carriers to cut the rate on fiour made 
t Minneapolis from wheat obtained at Missouri River points 
nd Duluth and destined to points east of the Indiana-Illinois 
ne, from 12 to 8 cents between Minneapolis and Chicago. The 
eduction is authorized on fifteen days’ notice. Carriers expect 
» have their tariffs effective September 10. The tariffs will 
be dated to expire March 31. Missouri River and southwestern 
llers opposed the move for relief of Minneapolis millers. 


LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 10610, New 
ork, New Haven & Hartford Railroad Co. reconstruction loan, 
ontaining also supplemental findings in Finance No. 10524, of 
the same title, on further consideration has modified the report 
and certificate issued October 1, 1934, and the supplemental 
report and certificate issued November 16, 1934, approving a 
joan of $6,000,000 to the New Haven by the RFC. The Com- 
mission concluded on representations made by the carrier that it 
should modify the provisions of its previous certificates so as 
to permit the deposit by the New Haven with the RFC, in lieu 
of the mortgage notes of the trustees, Park Square Realty Trust, 
in the amount of $1,100,000 and of the assignment of the appli- 
cant’s advances to the trustees, in the amount of $390,232.93, 
of a valid first mortgage of the applicant for not less than 
$1,490,232.93 on the property covered by the mortgage notes of 
the trustees. 

Governor Cross, of Connecticut, E. J. Daly, attorney general 
of that state, and Matthew Daly, public works administratcr, 
for Connecticut, accompanied by United States Attorney General 
Cummings, called at the White House, August 21, asking that an 
allotment of $1,000,000 be made to Connecticut from the work- 
relief fund. They desired the allotment made to the state so 
that the latter might turn over the money to the New Haven 
railroad for expenditure in its repair shops at New Haven and 
thereby take up, as they said, slack in employment. 

Finance No. 9278, Wichita Falls & Southern Railroad Co. 
reconstruction loan. By division 4. Second supplemental re- 
port, prior reports being in 184 I. C. C. 400 and 187 I. C. C. 109. 
The Commission has granted a two-year extension of the time 
for the payment of $375,000 on a loan of $400,000 from the 
RFC. The loan matured August 19. The extension is made on 
condition that the carrier will pay to the RFC semi-annually 
$25,000 thereafter throughout the extended term of the loan in 
reduction of the principal; and also on the condition that the 
carrier will pay to the RFC any sums in excess of such pay- 
ment, by which the indebtedness of the railway company to the 
First National Bank in Dallas, Tex., and Frank Kell may be 
curtailed in the period of the extended term of the loan. 


So 
antitie 
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TERMINAL SERVICE SUITS 


Saying that nothing it said on this application for a pre- 
liminary injunction was to be regarded as a determination on 
its merits of any of the questions presented, the three-judge 
federal district court in the third division of Minnesota, in equity 
No. 2865, Koppers Gas and Coke Co. vs. United States, Interstate 
Commerce Commission, Northern Pacific Railway Co. and Great 
Northern Railway Co., has denied the petition of the Koppers 
Company for a preliminary injunction. The Koppers company 
asked the court to enjoin the order of the Commission forbidding 
the railroads mentioned to pay it an allowance for terminal 
switching done by the industry. The railroads said that but for 
the order of the Commission, issued in that part of Ex Parte 
No. 104, part 2, pertaining to the switching at the Koppers plant, 
they would have continued payment of the allowance after 
August 15, the effective date of the order. They also told the 
court they were willing to reinstate the allowance, provided the 
order of the Commission was found unlawful. 

At the hearing the petitioner presented a transcript of that 
part of the record pertaining to the Minnesota By-Products Coke 
Co., its predecessor, claiming that that was a transcript of all 
the substantial evidence on which the reports and orders of the 
Commission were based, so far as the petitioner was concerned 
The court said there was no proof of that fact and that counsel 
for the government and the Commission asserted that it was 
hot all of the evidence. In the circumstances, the court said, it 
was of the opinion that it had no power to question any of the 
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findings of fact made by the Commission. In disposing of the 


matter the court, in part, said: 


It would seem that the main essential ultimate basic fact to 
sustain the order of the Commission in this case is that the trans- 
portation service terminated at the gateway of the petitioner’s plant. 
If that finding of the Commission is sustained by the evidence, 
then it would follow that the allowances provided for in the tar- 
iffs were gratuities paid to the shipper, and clearly preferential. 
While we do not desire to foreclose the petitioner from asserting, 
upon the final hearing, the insufficiency of the findings to sustain 
the order complained of, the doubts which we entertain as to the 
adequacy of the findings are not sufficient to justify the issuance 
of a preliminary injunction ... 

We think it is clear that the order made by the Commission 
was within its general powers, and that it was made after a full 
inquiry. It is entitled to great respect, representing, as it does, the 
opinion of a body of experts upon matters within the range of their 
special knowledge and experience. ‘ 

There is doubt in our minds as to whether the injury done to 
the petitioner as a result of the Commission’s order can properly 
be said to be irreparable. It is conceded that for the first four 
years after the petitioner’s plant was established, the same services 
were rendered by the petitioner without allowance by the carriers. 
It is further conceded that during a subsequent two-year period, 
no allowances were made. If the order is ultimately enjoined and 
the railroads renew the allowances, the petitioner will, at most, 
have lost the allowances only during the period of the suit. 

We have reached the conclusion that the exercise of sound dis- 
cretion requires the denial of an injunction during the pendency 
of this suit. The petitioner, however, should be given an opportunity 
to have the case tried as soon as it is ready for trial, and nothing 


which we have said in passing upon this application for a pre- 
liminary injunction is to be regarded as a determination upon 
its merits of any of the questions presented by the petition. We 
hold merely that, upon the record before us, a preliminary injunc- 


tion should not be granted. 


Nelson Thomas, attorney for the Commission in equity No. 
5285, Timken Roller Bearing Company vs. United States, Balti- 
more and Ohio et al., said the federal court for the northern dis- 
trict of Ohio, eastern division, August 20, the day of the hearing, 
had denied a preliminary injunction forbidding the enforcement 
of its order in Ex Parte No. 104, part 2, requiring the railroads 
to cease paying allowances to the Timken company for per- 
forming terminal service at the Timken plant. 

In equity No. 2758, Kansas City Power & Light Co. vs. 
United States of America and Kansas City Southern, the peti- 
tioner has asked the federal court in the western district of 
Missouri to enjoin the Commission’s order in Ex Parte No. 104, 
part 2, forbidding the carrier to make allowances for switching 
performed at the petitioner’s plant by the industry. 


ARKANSAS STATE RATES 


The Commission, in No, 27090, emergency freight charges 
within Arkansas, has instituted a thirteenth section proceed- 
ing on account of the refusal of the Arkansas commission to 
permit the imposition on intrastate traffic in Arkansas emer- 
gency charges corresponding to those authorized on interstate 
traffic in Ex Parte No. 115, Emergency Freight Charges, 1935, 
208 I. C. Cc. 4. The proceeding has been set for hearing in the 
100ms of the Arkansas Corporation Commission, Little Rock, 
Ark., before Examiner Taylor, on September 6, at nine o’clock 
a. m. (Standard time). The Arkansas commission refused to 
permit the imposition of emergency charges on bituminous coal 
or coke, groups Nos. 290, 291 and 310; sand, gravel or kindred 
commodities, groups Nos. 350, 351 and 392; and cottonseed cake, 
cottonseed meal and cottonseed hulls, group 101. 


FINANCE APPLICATIONS 


Finance No. 10921. Chesapeake & Ohio Railway Co, asks for au- 
thority to assume obligation and liability in respect of $9,645,000 of 
3 per cent equipment trust certificates of 1935 in financing the acqui- 
sition of equipment at an estimated cost of $12,060,627. The equip- 
ment to be acquired and the estimated cost of each class of it are: 
fifty 40-ton stock cars. $116,224; seventy-five 50-ton flat cars, $173,003; 
five thousand 50-ton hopper cars, $10,844,400; five passenger locomo- 
tives, $606,000, and one hundred 50-ton automobile cars equipped with 
Evans auto-loaders, $321,000. 

Finance No. 10922. Legh R. Powell, Jr., and Henry W. Ander- 
son, receivers of the Seaboard Air Line Railway Co., ask for authority 
to construct a spur or branch of that railroad in Highlands county, 
Fla., southeast of Lake Istokpoga, four miles long, to open to culti- 
vation an extensive area of fertile land not susceptible of development 
on account of a lack of transportation facilities. The whole project is 
to build a branch ten miles long, but to lay rails now only on four 
miles of the line and allow the use of the other six miles, which are 
to be graded, as a dirt road while it is settling. In the decree of 
the court having charge of the road authorizing the branch the cost 
of the project is estimated at $187,122. 

Finance No. 9597, supplemental. Missouri Southern Railroad Co. 
asks the approval of the Commission to extend from August 15, 1935, 
to August 15, 1945, the date of maturity of $125,000 of first mortgage 
gold bonds, heretofore conditionally issued and pledged with the 
RFC. It is proposed that the bonds, if and when extended as to 
maturity date, shall remain pledged with the RFC. 

_ Finance No. 10924. W. E. Hopkins, trustee, Meridian & Bigbee 
River Railway Co, asks authority to isste $240,748 in trustee’s cer- 
tificates. They are to be pledged with the RFC as security for a 
ionn authorized by the Commission in Finance No. 10822, May 22, 

2. 


_ Finance No. 10925. W. E. Hopkins, trustee, Meridian & Bigbee 
River Railway Co. asks authority to issue $25,000 of trustee’s cer- 
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tificates to be delivered to the MacDougald Construction Co. of 
Atlanta, Ga., in settlement of all claims as contractor it has against 
the applicant for the construction of a line from Cromwell to Myrtle- 
wood, Ala. 

Finance No. 10926. Long Dock Co. asks authority to extend, for 
15 years, to October i, 1950, $7,500,000 of its consolidated mortgage 
bonds maturing October 1. 

Finance No. 10927. Nypano Railroad Co. and Erie Railroad Co. 
ask for certificate permitting the abandonment of a part of the Nypano 
Railroad now operated under lease by the Erie and the abandonment 
of operation by the latter; also the construction by the Nypano and 
operation by the Erie of an additional line in lieu of and in substi- 
tution for the part of the railroad to be abandoned. The line pro- 
posed to be abandoned lies in Richland county, O. The adjoining 
section which is to be constructed, 40 feet south of the present con- 
struction, lies partly in Richmond and partly in Ashland counties, O. 
The United States government is constructing a flood control and 
water conservation project in that part of Ohio and a dam across 
the Black Fork River will flood the track which is to be abandoned 
making necessary the construction of the new one. The area that 
will be flooded by the Black Fork dam is cut by the double track of the 
Erie and the abandonment and new construction are intended to 
take the railroad out of the area of flood waters. 

Finance No. 10928. Morris S. Hawkins and L. H. Windholz, re- 
ceivers of the Norfolk Southern Railroad Co., ask for permission to 
abandon operation of the Atlantic & North Carolina Railroad Co. 
line now held by the Norfolk Southern under lease. The railroad 
marked for abandonment extends from Goldsboro, N. C., to Morehead 
City, a distance of approximately 95.818 miles. The Atlantic & North 
Carolina Railroad Co. has notified the Norfolk Southern that its lease 
has been canceled. The court having charge of the Norfolk Southern 
has also directed the receivers to disaffirm the lease and return the 
line to the lessor for operation by it. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10906, New York, Chicago & St. 
Louis R. R. Co. notes, authorizing the New York, Chicago and St. 
Louis R. R. Co. to issue not exceeding $15,000,000 of new or extended 
promissory notes in payment of or in exchange for an equal face 
amount of notes which will mature October 1, 1935, approved. 

Report and certificate in F. D. No. 9953, Pennsylvania Railroad 
Company operation, authorizing the Pennsylvania Railroad Company 
to operate, under trackage rights, over lines of railroad in Law- 
rence county, Pa., approved. 

Supplemental report and order in F. D. No. 7973, Bonds of Kan- 
sas, Oklahoma & Gulf Railway Company, granting authority to issue 
not exceeding $219,000 of first-mortgage gold bonds, 5 per cent series 
1978, to be sold at a net price of not less than 99 per cent of par 
and accrued interest and the proceeds used to retire outstanding 
obligations, approved. 

Report, certificate, and order in F. D. No. 10863, Missouri & 
Arkansas Railway Company acquisition, and F. D. No. 10865, Missouri 
& Arkansas Railway Company stock, authorizing (1) the Missouri & 
Arkansas Railway Company to acquire and operate the line of railroad 
formerly owned and operated by the Missouri & North Arkansas 
Railway Company, in Missouri and Arkansas, and (2) issuance of 
not exceeding $350,000 of capital stock, consisting of 3,500 shares of 
the par value of $100 a share; said stock to be delivered at par in 
payment for the line of railroad and other property formerly owned 
by the Missouri & North Arkansas Railway Company, approved. 





PETITIONS FOR REHEARING, ETC. 


Il. and S. No. 4067, routing live stock to and from Oregon points. 
Southern Pacific Co. asks for a rehearing. 

No. 22145, Consolidated Paper Co. vs. A. T. & S. F. et al. De- 
fendants ask for modification of report and order of January 31, 1931. 

No. 21332, Advance Bag & Paper Co., Inc., et al. vs. B. & 0. 
“ al, Defendants ask for modification of report and order of July 

No. 16745, Fox Paper Cro. et al. vs. A. T. & S. F. et al. Defend- 
ants ask for modification of report and order of February 12, 1927. 

No. 26454, Northwestern Turkey Growers’ Association vs. B. & O. 
et al. Defendants ask for postponement of the effective date of the 
order for a period of sixty days beyond September 28, 1935. 

Finance No. 10646, in the matter of the application of the Mich- 
igan Central, New York Central and Battle Creek & Sturgis Rail- 
way Co. for a certificate of public convenience and necessity au- 
thorizing the abandonment of part of the railroad of Battle Creek 
& Sturgis Railway Co. and of the operation thereof. Citizens of 
Athens, East Le Roy, Leonidas, ask for reargument on the order of 
division 4 of the Commission, July 26, 1935, issuing certificate of 
abandonment of Battle Creek & Sturgis Railway Co. 

Finance Nos. 3197 and 5104, construction of line by Waco, Beau- 
mont, Trinity & Sabine Railway Co. Kansas City Southern Railway 
Co. and its subsidiaries, the Texarkana & Fort Smith Railway Co. 
and the Port Arthur Canal & Dock Co., protestants and interveners, 
ask for an order requiring applicant to file revised return to ques- 
tionnaire, or in the alternative, revised traffic and revenue estimates. 

Finance No. 7132, in the matter of the application of the Colo- 
rado & Southern Railway Co. for a certificate of public convenience 
and necessity, authorizing it to abandon a part of its branch line 
of railroad, extending from Denver to Leadville, Colo., commonly 
known as its Platte Canon Line, together with certain branches there- 
of. Colorado & Southern asks the Commission to reopen the case, 
to aménd its application, and to renew application as amended. 

1. and S. No. 4124, all-rail rates, newsprint paper in carloads 
from points in New England, trunk line and eastern Canadian terri- 
tories. Canadian Pacific Railway Co. and the Canadian National 
Railway Co. ask the Commission to vacate its suspension of Sup. 
No. 10 to Canadian Pacific Railway Co., I. C. C. No. E-2506 and 
a National Railways, I. C. C. No. E-404 and Sup. No. 1 

ereto. 

No. 26260, St. Joseph Lead Co. et al. vs. B. & O. et al. Defend- 
ants ask for a modification of the Commission’s order of July 8, 1935. 

No. 26664, West Coast Separator Co. and Standard Battery Sep- 
arator Co. vs. A. T. & S. F. et al. Defendants ask for reconsideration. 

Ex Parte No. 104, part 2, Great Lakes Steel Corporation terminal 
allowance. Thirtieth supplemental report. Great Lakes Steel Cor- 
poration asks for vacation or suspension of the Commission’s order 
entered on July 12, 1935, and for reconsideration, rehearing, or re- 
argument before the entire Commission. 

No. 17000, part 8, cotton seed, its products and related articles. 
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Southwestern carriers ask for modification of orders made and 
tered on July 10, 1934. tt 
No. 26106, Great Lakes Steel Corporation vs. D. T. 
Great Lakes Steel Corporation asks for reconsideration, 
or reargument. 
No. 17000, part 7, grain and grain products within the 
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district and for export. Merchants’ Exchange of St. Louis, \, Mar! 
asks the Commission to reconsider and modify its order eéntereg , ne vaca! 





this proceeding. 

Finance No. 10726, Live Oak, Perry & Gulf Railroad Co, , 
struction. Live Oak, Perry & Gulf Railroad Co. asks for exteng. 
of time to begin and complete construction of its new line to Cook 
Hammock, Fla. a 











SUSPENDED TARIFFS 


In I and S. No. 4129, the Commission has suspended fron 
August 24 until. March 24, schedules in the Delaware, Lack, 
wanna & Western, I. C. C. No. 23522. The suspended schedul 
propose to establish in connection with mixed carload shipmeny 
of various commodities from Buffalo, N. Y., to New York (iy 
group points, and to Scranton, Pa., and Utica, N. Y., the f 
lowing rule: 













When freight shipped at one time, by one consignor, to one con. 
signee and destination, on one bill of lading, is loaded by the carrig 
Rules 14, 24 and 34 of the Official Classification will not apply, ay 
such freight may be loaded into one or more cars and charges a. 
sessed on basis of the actual weight of the entire consignment; x. 
gardless of the number of cars used subject to the carload minim 
weight and at the rates named in this tariff. 




















REPARATION ORDERS 


The Commission has entered reparation orders in No. 20564 
Swayne, Robinson & Co. vs. ‘Pennsylvania et al., and No, 2344, 
Swayne, Robinson & Co. et al. vs. N. Y. C. & St. L. et al; 
No. 25690, Cities Service Oil Co. et al. vs. Alton et al.; No, 
25437, Borden Brick & Tile Co. vs. A. C. L. et al.; No. 25707, 
Armour Fertilizer Works vs. Pennsylvania et al.; No. 25324 
Atmospheric Nitrogen Corporation vs. N. & W. et al., anda 
sub-number thereunder, Same vs. Same, and No. 26144, Same 
vs. Same; No. 25886, Magnolia Pipe Line Co. vs. A. T. & SF 
et al.; No. 26253, General Asbeston & Rubber Division of Ray. 
bestos-Manhattan, Inc., vs. Clyde Steamship Co. et al.; No, 
26783, Armour & Co. vs. Northern Pacific; No. 26373, Artkrait 
Sign Co. vs. N. Y. C. & St. L; et al.; No. 20765, Sinclair Crude 
Oil Purchasing Co. vs. A. T. & S. F. et al.; No. 25936, Louis 
Meyer Co. et al. vs. Erie et al.; No. 26453, Hughes Tool Co. e 
al. vs. Burlington-Rock Island et al.; No. 26656, C. A. Wagner 
Construction Co. vs. C. & N. W.; No. 20315, Sub. No. 1, East 
St. Louis Cotton Oil Co. vs. Illinois Central et al.; No. 23957, 
Mid-Continent Petroleum Corporation vs. Illinois Central et al. 
No. 26279, Carolina Cotton & Woolen Mills Co. et al. vs. South 
ern Railway et al.; No. 22725, State Road Department of Florida 
vs. A. G. S. et al.; No. 22627, Sonken-Galamba Corporation ys. 
Chicago & Alton et al., and a sub-number thereunder, Same vs. 
Cc. B. & Q. et al.; and No. 26046, Celotex Co. and Hobart P. 
Young, receiver, vs. A. & W. et al. 






FORT WORTH BELT STOCK 


Beginning of an unusual suit against the Texas & Pacific 
at Fort Worth, Tex., involving the possibility of a fine of $5,000, 
has been announced by the Commission. In a statement about 
the matter, Secretary McGinty said: 

Advice has been received from the United States attorney for 
the northern district_of Texas that on August 14, 1935, an_ infor- 
mation was filed at Dallas, Tex., against the Texas & Pacific Rail- 
way Co. charging that carrier with having unlawfully acquired con- 
trol of the Fort Worth Belt Railway Co through the purchase of 6 
per cent of its capital stock. The information alleges that on August 
19, 1931, the Texas & Pacific Railway filed an application. with the 
Interstate Commerce Commission to acquire the stock in question 
and that after due hearing the Commission on July 20, 1932, author- 
ized the acquisition at a figure not in excess of $700,000 and issued 
its order accordingly. It is further alleged that the defendant on 
August 31, 1932, subsequent to the order, acquired the stock for 
$974,127.67. The case involves sections 5 and 10 of the interstate 
commerce act as in effect on the date of the acquisition. 

The matter of acquiring control of the belt railway was 
submitted to the Commission after a contract had been made - 
the transfer of the stock. (See Traffic World, July 30, 1992, 
p. 195). The purchase price agreement, as set forth in the 
Commission’s report in the matter, was $900,000. 


WESTERN CLASS RATES 
The Commission refused to suspend schedules filed by the 
carriers in purported compliance with its order in No. 17000, 
part 2, western class rates. (See Traffic World, August 3, P. 
185, and August 17, p. 279.) They went into effect August 20. 


MONUMENT FOR GOETHALS 

Both houses of Congress have passed S. 2743, a bill appro 
priating money and authorizing the erection of a memorial t0 
the late Major General George W. Goethals within the Canal 
Zone, one of the army engineers who built the Panama Canal. 
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COMMISSIONER CASKIE 


The Trafic World Washington Bureau 


Marion M. Caskie, nominated by President Roosevelt to fill 
he vacancy on the Commission created by the expiration of the 
m of Commissioner Farrell (see Traffic World, August 17), 
¢ egarded as an out-and-out shipper traffic man. That is to 
as he has devoted practically all his life to the management of 
ae affairs of shippers and associations of shippers. His 
' tIriends are inclined to 
regard him as the first 
of his classification. They 
are so inclined because 
he has actually managed 
the traffic affairs of ship- 
pers and shipper organi- 
zations and not confined 
himself to advocating the 
cause of shippers before 
the regulatory bodies be- 
fore which he has ap- 
peared. 

Commissioner’ Rich- 
ard V. Taylor, appointed 
by President Coolidge in 
1925 as vice president 
and general manager of 
the Mobile and Ohio, had 
much traffic experience 
en the railroad side be- 

. fore he became a mem- 
ber of the Commission. 
It is worth remarking 
that Mr. Taylor was also 
from Alabama, from 
which state Mr. Caskie 
was appointed. 

Mr. Caskie worked 
M. M. Caskie for a railroad but he 
has been so long and so 
prominently identified with the shippers of Alabama and the 
south generally that his railroad service may be regarded merely 

as his primary schooling for the work he has done as a 
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ast shipper traffic manager. He has been a leader among southern 
57, ge traffic men for years. His work brought him into close touch 
1: with Commissioner Eastman, especially in the matter of class 
th- rates in Southern Territory. Their friendship had been of 
da many years’ standing, so that, when Commissioner Eastman 
1, was made Coordinator, his selection of Mr. Caskie to be a 
18, traffic assistant in the south was taken as the most natural 


P. thing in the world. Mr. Caskie is counted among the southern 
trafic men who have been staunch supporters of Commissioner 
Eastman for continuance on the Commission. They regarded 
Commissioner Eastman, who framed the class rates now in effect 
in the south, as one who thought about traffic matters about as 
they did, and gave him their hearty support. 

But Mr. Caskie has also had the troubles of a railroad traffic 
man. They came to him as general manager of the State of 
Alabama ocean and rail terminal at Mobile, Ala., and general 
. manager of the Terminal Railway, Alabama State Docks, from 
1931 to 1933. That railway is part of the state’s effort to de- 
velop Mobile as a port. 

The Senate interstate commerce committee approved the 
— of Mr. Caskie and the Senate, August 20, con- 
rmed it. 


ic 


It 


| BAR ASSOCIATION AND TRANSPORT 


Legislation affecting transportation was discussed in the 
report of the standing committee on commerce of the Amer- 
ican Bar Association, submitted at the annual meeting of the 
association at Los Angeles recently. Several recommendations 
in the report were adopted by the association. 

In a general discussion of transportation legislation, the 
committee said it was admitted that, unless forms of transpor- 
tation competition with the railroads were brought under fed- 
eral regulation, the regulation of the railroads would have to 
be “relaxed in some degree.” Relaxation of “requirements more 
burdensome than fundamental,” the report said, might be a good 
thing, by which it explained it meant that the “multiplying of 
reports” and similar things might well be dispensed with. On 
the other hand, the report viewed with apprehension a possible 
return to unsupervised rate-making. “These abuses,” it said, 
are of too unhappy memory for us to welcome their return 
€ven under the soothing guise of equality.” 

‘ Pie the assumption that all types of transportation ought 
0 be brought under federal regulation, the report said the next 
question was in what direction such legislation ought to move. 
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It said it believed “legislation should move in the direction not 
merely of permitting but encouraging the combination under 
private ownership of the several types of transportation—all 
under strict public regulation.” 

So far as specific bills in Congress were concerned, the 
committee made three recommendations. The first suggested 
approval of the principles of the motor transport act, since 
enacted. The second recommended approval of the “principle 
of water carrier regulation along the lines set forth in S. 1632, 
but, because of lack of information” the committee suggested 
no action on the detailed provisions of the bill. The third 
recommendation was that the association support the enactment 
of H. R. 3263, providing for the restoration of the fourth sec- 
tion” to the form in which it was prior to the effective date of 
the Mann-Elkins amendment of June 18, 1910.” All three 
recommendations of the committee were adopted by the asso- 
ciation. 

The committee reviewed the position of the association ex- 
pressed in earlier years on the proper method the United States 
ought to use in adopting the so-called Hague rules. That was 
that the rules ought to be adopted by legislation rather than 
by treaty. In view of the action taken by Congress on the matter 
in the spring, the committee recommended that the association 
“reaffirm its position taken in 1927 that the Hague rules should 
be put into effect in the United States by legislation and not by 
treaty; and that the American Bar Association favor the adop- 
ion of the Hague rules by the following program: First, the re- 
consideration and recission by the United States senate of its 
ratification of the treaty involving the Hague rules; federal 
regulation putting the Hague rules into effect in this country 
by statute; and, third, reratification of the treaty with reserva- 
tions embodying the legislative provision.” The committee's 
recommendations were adopted. 

The committee report discussed several other legislative 
matters, such as railroad dismissal compensation, reorganization 
of the Commission, and amendment of section 77 of the bank- 
ruptcy act, without making recommendations. 


FOURTH SECTION AMENDMENT 


The Trafic World Washington Burcau 


Indications were this week that Congress probably would 
adjourn without the House having acted on the Pettengill bill, 
H. R. 3263, amending the fourth section of the interstate com- 
merce act by eliminating the long-and-short-haul clause forbid- 
ding, with exceptions, railroads to charge less for a longer than 
a shorter haul as specified therein. 

The House committee on rules, appealed to by advocates 
of the proposed legislation for a special rule to the end that the 
bill might be considered at least by the House before adjourn- 
ment, had not acted on the request toward the end of the 
week. 

Proponents of the legislation had hoped that the bill might 
be passed by the House at this session and then taken up in 
the Senate at the next session, which will begin in January 
unless a special session should be called in the meantime. 

The Pettengill bill was favorably reported to the House 
for passage by the House committee on interstate and foreign 
commerce after the Pettengill subcommittee had held extended 
hearings on the measure. In reporting the bill the committee 
amended the original Pettengill bill to put the burden of proof 
on the carriers with respect to lower rates or charges for 
longer than for shorter distances over the same line or route 
in the same direction, the shorter being included within the 
longer distance. 

In extension of remarks in the Congressionaji Record of 
August 19 Representative Pettengill submitted a statement in 
support of the bill prepared by the Conference of Western Own- 
ers of Property and Investments through its chairman, Robert 
E. Smith. 


TRANSPORTATION ASSN. OF AMERICA 


A general statement of the objects of the Transportation 
Association of America and a tentative outline of the research 
considered necessary to the attainment of those objects has been 
drawn up by the association. It is not intended to be a formal 
program, but will be submitted as a basis for discussion and 
decision at a meeting of the board of directors at the Palmer 
House, Chicago, September 25. The outline is as follows: 


I. The ultimate objective. is the determination and adoption of a 
sound national transportation policy: 

1. Under private ownership and management. 

2. Competitively operated in the public interest. 

II. The prerequisites of such a policy are: 

1. A reasonable assurance of an opportunity to earn a fair 
return on investment. 

2. Adequate facilities, without undue or wasteful duplication. 

3. Each type of facility to be limited in operation to that field 
in which it is best fitted to serve. 
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4. Every form of transportation to be justified on a basis of 
costs and service. 

5. All forms of transportation to be coordinated so far as possible 
consistent with reasonable competition in common service to the 


public. 

6. All forms of transportation to be comparably regulated. 

III. There are four broad fields of study as follows: 

1. Financial aspects of transportation. 

(a) Investments in existing transportation facilities. 

(b) Annual requirements for improvements and betterments, main- 
tenance, interest on debt. 

(c) Returns on investment in transportation facilities. 

(d) Sources of funds: Private versus public; investment versus 


taxes. 
, (e) Prerequisites for private investment in transportation facil- 
ities 


(f) Problems of financial reorganization. 
(g) Financial aspects of consolidation, terminal unification, aban- 
donments of line, depreciation, obsolescence. 

(h) Existing debt obligations: When incurred; when due; status 
as to interest and principal payments; rates of interest, etc. 

2. What may be done within each industry for more efficient and 
better service on the basis of a reasonable return on investment: 

(a) Survey of existing transportation facilities of all kinds. 

(b) Over-development of transporation facilities, if any, generally 


and locally. 
(c) Excessive cost of over-development and how it can be reduced. 


(d) Search for-best combination of facilities in the public interest 
to serve adequately on remunerative rates. - 
(e) Study of means to adjust existing facilities to each of the 


above purposes. 
(f) Meaning of possibilities in coordination of different types of 


facilities. 
(zg) What 


abroad. 
(h) Relative costs of different types of facilities to perform a 


given service over the line and terminal. , ; 
3. Transportation service in its relation to legislative authority 


and administartive bodies: 

(a) Analysis of existing regulation in this country, national and 
state, and abroad, including government ownership and operation. 

(b) Suggested changes in regulatory provisions, either for ex- 
tension or modification in the light of public needs. 

(c) Analaysis of administration of regulatory provisions, state 
and national, together with their effects upon transportation service. 

(d) Suggestions for modificaion or extension of administrative 
powers and changes in administartive attitude. 

(e) Study of unification of administrative control over all trans- 


portation facilities. 
(f) Study of relative tax burden and subsidy. 
4. Relationship of transportation service to public needs: 
(a) Analysis of transportation service by types of facilities and 
classes of commodities as related to the public needs, including: 
(1) Expedited service. 
(2) Size and character of shipping units. 
(3) Marketing methods as related to types of commodities. 
(4) Rate structures as related to different forms of transporta- 


tion and classes of commodities. 
(5) Sources of commodity supplies as related to their markets. 
(6) Orderly marketing of perishables, live stock and farm products 


in general. 
(7) Marketing information as to potential supplies, visible sup- 


plies and individual market requirements. 


The following have been added to the board of directors 
of the association: 

W. E. Humphreys, chairman, Interstate Carriers’ Confer- 
ence Group, American Trucking Associations, Inc., Washing- 
ton, D. C.; J. L. Keeshin, president, Keeshin Motor Express 
Company, Chicago; P. A. Lee, Farmers Grain Dealers’ Associa- 
tion, of North Dakota, Grand Forks, N. D.; C. D. Sturtevant, 
chairman, Grain Committee on National Affairs, Chicago; Carl 
S. Horn, president, Nebraska Cooperative Creameries, Inc., 
Omaha, Neb. 


REORGANIZATION OF RAILROADS 


The Traffic World Washington Bureau 


Legislation along lines recommended by Coordinator East- 
man to facilitate the reorganization of railroads in financial 
difficulties was put on the statute book this week by Congress. 

Substituting the bill, H. R. 8587, amending the federal bank- 
ruptcy act with respect to reorganizations of railroads, passed 
by the House last week, for a similar measure reported by the 
Senate interstate commerce committee, the Senate this week 
approved the House bill, with two brief amendments relating 
to trustees for debtor railroads, and returned the measure to 
the House for action on the amendments. 

The effect of the Senate amendments is to require the ap- 
pointment of an independent trustee in cases in which an officer 
of the corporation has been appointed as a trustee. This re- 
quirement applies to pending reorganization cases as well as 
cases that develop hereafter. Under the Senate amendments 
independent trustees, as indicated, will have to be appointed, 
for example, in the reorganization proceedings of the Chicago 
& North Western and the Chicago, Milwaukee, St. Paul & Pacific. 
The requirement applies to Class I railroads. 

In presenting the House bill to the Senate, Chairman 
Wheeler, of the interstate commerce committee, explained that 
section 77 of the bankruptcy act, under which railroad reorgani- 
zations have been instituted, was passed in March, 1933, but 
that two years’ experience had proved it to be unworkable in 
many respects. Coordinator Eastman recommended changes 


may be learned from experience and experiments 
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in his legislative report to Congress early this year ang, ess WOU 
submitted by him became the subject of hearings, ang pnt to § 
revision, the bill as passed by the House and the Sens hich he 

Chairman Wheeler told the Senate there were now g; Ammon the 
roads with a mileage of over 58,000 miles involved in bankryp, Senat 
or receivership proceedings. Pink “th 

“The law must be effective for reorganizations of - prrant ¢ 


tutiona 


magnitude as the country has never seen before,” Said | , 
will 1 


The most important changes in the existing section 77 


the chairman, were provisions permitting making present j “Oh, 
effective. “Bp spiciou 

“Under the present law,” continued he, “if more than jmmpve™™™* 
third (of the creditors) dissent or fail to vote, a plan yi “So @ 
is fair and equitable is blocked—the act requiring that jj ‘De H 
thirds of each class must approve the plan. : y 

“It is not possible under the present law to overcome yfmmid Se! 
obstruction of the equity holders without a valuation Whied nds th 
will establish that they have no equity in the property. hole pr 
valuation hearings are almost without any equal in juris |] towal 


pposed 
The 
e bill. 
hich Wé 



























prudence for size and expense.” 

These difficulties, said Chairman Wheeler, were overcome jy 
provisions that a reorganization plan supported by tWo-thini 
of those voting of any class should be binding on the minoriy 
and that the court might make effective a plan notwithstayj 
ing objection of minority interests if it found the plan fj 
and equitable. 


Chairman Wheeler said the present law contemplated “hy. ditor 17 


ried procedure” but that the amended bill gave the judge gj roe 
cretion as to dismissing proceedings because of lack of promy wen 
action under section 77. In the event of dismissal he said th “ : 
cases would be thrown back into equity. | oe "Tae 

The bill provides for the issuance of options or warrany les re 
to receive or subscribe for securities of reorganized companig ey 
these being called “rain check” securities. The purpose is fie r re’ 
protect original investors in the event the company’s operation ote 
again become profitable from being completely wiped out duet F As 
reorganization in a depression. f loss 

In an attempt to prevent “abuses of protective committees’ Mie cla 
the bill provides for regulation of the activities of such confi niy or 
mittees. In general the bill attempts to throw safeguards arouni “We 
reorganizations of railroads to prevent evils of reorganization ntangi 
of the past developing. o thei 

Reorganization plans must first be approved by the Com lamagt 
mission. After the Commission has approved a plan it mus fy rece 
be taken to the court and passed upon there. Th 

Senator Hastings, of Delaware, said objection had _ been Mito bot! 


onsid 
he or 


made by railroad executives to the appointment of a truste 
and that at one time he had it in mind to offer an amendmen 


striking out that provision. But he said there was another side Re 
to the question. It was undoubtedly true, in a few instances, Mi@ated | 
said he, that railroad management had resulted in doing things (ithe y 
that were not right. Of course, he added, if an application to Mijrequir 
reorganize were made by a railroad corporation whose man jing m 
agement had been guilty of doing wrong things, it was very im fistress 
portant for the railroad to avoid the appointment of a trustee, ijthe tr 
and to leave the railroad in the hands of its present directors. Bijtransi 
Personally, he said, he did not know of such instances, but that Bipetiti 


information had come to him that they existed; and if they T 


did, he said, even if they were very rare, Congress ought to do Mjemph: 
what it could to uncover fraud and to punish those who had §junder 
been guilty of fraud; and, of course, he said, the only way in Bjimprc 
which that might be done was by the appointment of a trustee. Bition i 

The Delaware senator said he dreaded tremendously to Bsales 
see trustees appointed for distressed railroads where the mal V 
agement had done the best it could under all the circumstances. that 
In such instances he said it would be a serious mistake to Bure: 
displace the present management. But, said he, it was neces tion 
sary to make one rule for all. He said he hoped the courts had | 
would see where the dishonesty was and discriminate between by th 
the two, and appoint as one trustee the president of a railroad Its s 
whose only fault was that he had not been able to live under BB resw 
the depression, and, as the bill provided, appoint as another of Ic 
trustee some reasonable outside man, costs 

Senator Hastings said that with respect to section 77, his and 
understanding was that Leslie Craven, counsel for Coordinator if th 
Eastman, who had been working diligently for at least a year . 
on the subject, found, as had the railroads, many difficulties. with 
For instance, he said, he doubted whether, at the time the re this 
organization act was passed in 1933, anyone who knew little angl 
or nothing about it would suspect that there could be 72 classes 
of creditors of any great railroad corporation in the country, 
as was the case with the Missouri Pacific. It was realized, said 
Senator Hastings, how difficult it was to get 66% per cent o 
the creditors of 72 classes to agree. 

“While I see difficulties on both sides,” said Senator Hast : 
ings, “after the great study with respect to the subject which S10) 
has been made by the House, and by Mr. Craven, who has bee? TR 





working with it for a year, I am quite convinced that the Cor 





sul 








id not be justified in rejecting the proposed amend- 
nt to section 77 of the bankruptcy act (the amendment to 
ich he referred being the bill as passed by the House); and 
3 the whole, I think a good job has been done.” 

NGenator King, of Utah, asked Senator Hastings if he did not 
ink “this rather revolutionary, drastic measure, which may 
prrant an apprehension that it possesses the taint of uncon- 
‘tutionality, will lead to such disorganization and confusion 
will inevitably result in governmental ownership?” 

“Oh, no; not at all,” said Senator Hastings, “I am always 
spicious of the chairman of the committee with respect to 
‘vernmental ownership.” 

“Sg am I,” said the Utah senator, amid the laughter caused 
, the Hastings answer. ; 
“| wish to say in defense of him in this case, however, 
id Senator Hastings, “that I do not think this measure even 
nds that way. If it did, I should turn my back upon the 
hole proposal. I do not think there is any tendency in this 
i toward governmental ownership, to which I am as thoroughly 

pposed as is the senator from Utah.” 

The House August 12 accepted the Senate amendments to 
e bill. This marked final action by Congress on the measure, 
hich was sent to the President for signature. 


RAILROAD SALESMANSHIP 


ditor The Traffic World: 

As chairman of the loss and damage prevention committee 
if the Great Lakes Regional Advisory Board, I am very much 
nterested in your editorial, “Railroad Salesmanship,” published 
» the Traffic World, August 3. 

The apparent emphasis on production costs rather than 
ales results by railroad organizations, as pointed out by you, 
; well worth careful consideration, but I am wondering whether 
our reference to loss and damage prevention may not be mis- 
nderstood. 

As shippers, our committee has taken a much broader view 
yf loss and damage prevention than the loss represented by 
he claim payments of the railroads. This, in our opinion, is 
nly one of the factors to be considered. 
2 We believe that other even more important factors are the 
tiots intangible loss of customer good-will caused by loss or damage 
0 their shipments and the fact that, in our opinion, loss and 
Com- lamage indicates inefficiency on the part of railroads, shippers, 
br receivers. , 

These factors are equally important from a sales standpoint 
been to both railroads and shippers and warrant the most careful 
iste: Muconsideration and active cooperation of all the departments of 
nent Mthe organization in each group. 
side Rail classification requirements are the results of accumu- 
ces, Mlated practical experience in the handling of shipments during 
ings Methe years they have been in existence. To moderate their 
1 to equirements without first improving their equipment and operat- 
lal: Ming methods so that the lading will be carried with no greater 
im- Mestress than occurs to the lading of the trucks would not regain 
tee, he traffic, as the resulting increased possibilities of damage in 
8. Metransit would place the motor trucks in an even better com- 
hat Hepetitive position. 
1ey The fact that the railroads apparently place much greater 
do Meemphasis on improving their equipment so it will stand up 
ad under the stress of present day operating conditions than on 
i @eimprovements that will insure the lading reaching its destina- 
¢. Be tion in good condition, also seems to indicate lack of coordinated 
to Msales consideration by the railroad organizations. 

n- While, in the reading of your editorial, I do not understand 
8. that you find fault in any way with the Freight Container 
to Bureau, others may conclude that you do. Through my connec- 
S- tion with our loss and damage prevention committee, I have 
ts had frequent contact with this bureau and have been impressed 
i by the effective work, from the shippers’ standpoint, it is doing. 
d Its service to the shipper is rendered without charge and has 
t @ resulted, in many cases, in not only cutting down the amount 
r of loss and damage but in also effecting a saving in package 

costs. The interests of many shippers who are having loss 
S and damage troubles or packing problems would be well served 
r if they would refer such matters to this bureau for assistance. 
’ ' From the loss and damage prevention standpoint, we agree 

with you that it would be in the railroads’ interest to consider 


a subject from a sales viewpoint as well as from the cost 
: e. 
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W. H. Kimball, 
Chairman, Loss and Damage Prevention Com- 
mittee, Great Lakes Regional Advisory Board. 
Cleveland, O., August 16, 1935. 


_ The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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RAIL EMPLOYES PENSION ACT 


The Traffic World Washington Bureau 


Organized railroad labor’s pension bill, with a single amend- 
ment excluding railroad employes from the social security act, 
was passed in the Senate and House, August 19, after brief 
consideration. Most of the discussion related to the plan de- 
vised by labor under which a pension bill providing for retire- 
ment of railroad employes and the payment of pensions from the 
United States Treasury and another bill providing for a tax 
of 4 per cent on railroad company pay rolls, to be paid by the 
companies, and a tax of 2 per cent on the compensation of em- 
ployes, were introduced in Congress at this session as substi- 
tute legislation for the pension act declared unconstitutional 
by the Supreme Court of the United States, May 6, 1935. 

Spokesmen for the railroads have asserted that the substitute 
legislation is as invalid as the pension act declared unconsti- 
tutional. The proponents of the legislation, however, contend 
the new scheme is constitutional in that it rests on the power 
of Congress to appropriate money and to impose taxes. Or- 
ganized railroad labor leaders expected President Roosevelt to 
approve the pension measure. It includes a provision under 
which a special commission will be set up to investigate and 
report by January 1, 1936, as to pension legislation. This was 
recommended by the President shortly after the Supreme Court 
had held the first act unconstitutional. The act as approved 
by Congress is not effective as to pensions until March 1, 1936, 
and pensions thereunder will not become payable until 90 days 
after March 1, 1936. 

The special commission may recommend changes in the 
act passed by Congress and if Congress should approve the 
changes additional legislation would have to be passed. It is 
also expected that the railroads will seek to have the substi- 
tute scheme declared invalid by the Supreme Court. 


Terms of Pension Act 


The act, similar in many respects to the act declared in- 
valid by the Supreme Court, applies to express companies, 
sleeping car companies, carriers by railroad, subject to the 
interstate commerce act, and any company which may be di- 
rectly or indirectly owned or controlled thereby or under com- 
mon centrol therewith, and which operates any equipment or 
facilities or performs any service (other than trucking service) 
in connection with the transportation of passengers or property 
by railroad. Employes of these companies in service or on fur- 
lough at the time of enactment of the law are eligible for 
pensions, as well, of course, as employes in service thereafter. 
Representatives of employes are also included in the terms of 
the act. Annuities are to be paid, after retirement, to defined 
persons as set forth in section 3 of the act, whcih follows: 


Sec. 3. The following-described employes, after retirement wheth- 
er or not then in the service of a carrier, shall be paid annuities: 

(a) A person (without regard to the period of service and whether 
rendered before or after enactment hereof), who either at the enact- 
ment hereof or thereafter shall be 65 years of age or over. 

(b) A person who either at the enactment hereof or who there- 
after shall be 50 years of age or over and who shall have completed 
a service period of 30 years. An annuity paid under this subdivision 
shall be reduced by one-fifteenth of such annuity for each year such 
employe may be less than 65 years of age at the time of the first 
annuity payment. 


(c) A person who either before or after the enactment shall have 
completed a service period of 30 years and who shall be after the 
enactment hereof retired by the carrier on account of mental or 
physical disability. An annuity paid under this subdivision shall 
not be subject to the deduction specified in subdivision (b) of this 
section. 

The annuities hereinbefore mentioned shall be paid out of any 
money in the treasury which may be appropriated for that purpose. 
An annuity shall begin as of a date to be specified in a written appli- 
cation to be signed by the employe entitled thereto, and approved 
by the board, which date shall not be more than 60 days before the 
filing of the application, nor before the date on which the first 
annuity shall have become due and payable. An annuity shall not be 
due and payable until 90 days after the effective date hereof. The 
annuity shall be payable on the Ist day of the month during the 
lifetime of the annuitant. Such annuity shall be based upon the 
service period of the employe and shall be the sum of the amounts 
determined by multiplying the total number of years of service not 
exceeding 30 years by the following percentages of the monthly 
compensation: 2 per cent of the first $50; 1% per cent of the next 
$100; and 1 per cent of the compensation in excess of $150. The 
‘monthly compensation’ shall be the average of the monthly com- 
pensation paid to the employe by the carrier, except that where ap- 
plicable for service before the effective date the monthly compensation 
shall be the average of the monthly compensation for all pay-roll 
periods for which the employe shall have received compensation from 
any carrier out of 8 consecutive calendar years of such services 
ended December 31, 1931. No part of any monthly compensation in 
excess of $300 shall be recognized in determining any annuity. Any 
employe who shall be entitled to an annuity with a commuted value 
determined by the board of less than $300 shall be paid such value 
in a lump sum. 


Senator Wagner, in explaining this part of the bill, said: 


Let me illustrate the working of the system. Take, for example, 
30 years of service at $200 per month. In that event the pensioner 


would receive 2 per cent on the first $50, which is $1; 1% per cent 
on the next 100, which is $1.50; and 1 per cent on the last $50, which 
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is 50 cents, making a total of $3, multiplied by his 30 years of service 
would come to a monthly annuity of $90. 

The annuity shall be reduced by one-fifteenth for each year an 
employe is less than 65 years of age when he retires, unless, of 
course, he retires on account of disability. 

Similarly, the annuity shall be reduced by one-fifteenth for each 
year the employe stays on after he reaches the age of 65 years. 
In the bill of last year, it should be noted, we provided for com- 
pulsory retirement at the age of 65, with a possible extension to 
the age of 70 by agreement between employe and employer. Under 
the pending bill, there is no compulsory age of retirement; but the 
service after an employe passes 65 is not counted in calculating 
benefits, while there is an actual reduction in his rate of annuity 
for each year of service beyond that age. Here again, however, 
the maximum age limit may be extended 5 years by mutual agree- 
ment, 


The act provides for payment of pensions to widows or 
widowers or dependents of employes enititled to pensions who 
die. Provision is also made for joint annuities to be paid as 
long as either husband of wife survives. 

The act creates a Railroad Retirement Board of three mem- 
bers, the appointments thereto to be made by the President and 
subject to approval of the Senate. One member, the act pro- 
vides, shall be selected from recommendations made by the 
employes; one from recommendations made by representatives 
of the carriers, and one member, who shall be chairman, shall 
be appointed without recommendation by either carriers or em- 
ployes. Each member shall receive $10,000 a year. These pro- 
visions are similar to those in the invalid act. The act pre- 
scribes the duties of the board in connection with administer- 
ing the provisions thereof, 

Not later than four years from March 1, 1936, it is pro- 
vided, the board shall make a special report to the President, 
to be transmitted to Congress, with recommendations for such 
changes in the retirement system created by the act as shall 
assure the adequacy of the retirement system on the basis of 
its experience and all information and experience then available. 
The board shall also report as to substituting pensions under 
the act for private pension systems of railroads. Congress de- 
clares in the act it is not interfering with continuation of pres- 
ent pension systems of the railroads, nor does it expect “that 
carriers will modify existing pension plans on account of this 
act beyond a reduction of current pension payments under such 
existing plans in amounts equal to the annuity payments cur- 
rently received by the employe under this act.” 


Investigation Commission 


The provision for an investigation commission, which was 
attached to the pension bill originally by the House committee 
on interstate and foreign commerce, that committee having 
theretofore reported a joint resolution calling for creation of 
such a commission, was accepted by the labor leaders in order 
to get the pension bill through this session. The commission is 
to be composed of three members of the Senate, three members 
of the House, and three members to be selected by the President. 

“The Commission,” says the act, “is hereby authorized and 
directed to make, and report through the President to the Con- 
gress of the United States, not later than January 1, 1936, the 
results of a thorough investigation of all pertinent facts re- 
lating to a retirement annuity system applicable by law to car- 
riers by railroad engaged in interstate commerce, and partic- 
ularly any and all questions for the investigation of which 
provision is made under the preceding section (relates to special 
report of Retirement Board).” 

Senator Hastings, of Delaware, and Representatives Rich, 
of Pennsylvania, and Merritt, of Connecticut, attacked the pro- 
posed legislation. There was no record vote in the House. In 
the Senate the vote was 76 to 3, the negative votes having been 
cast by Senators Hale, of Maine; Hastings, of Delaware, and 
Metcalf, of Rhode Island. 


Cost of Pension System 


According to testimony given before the House ways and 
means committee by Dr. Julius H. Parmelee, director of the 
Bureau, of Railway Economics, on the tax bill, the taxes of 4 
per cent on the pay rolls and of 2 per cent on the pay of the 
individual employes, on the basis of a present pay roll of about 
$1,800,000,000, adjusted to exclude compensation in excess of 
$300 a month, would bring in about $108,000,000 annually. Of 
that amount, $72,000,000, or two-thirds, would be paid by the 
employers and one-third, or $36,000,000, by the employes. Dr. 
Parmelee said if the cost of the pension system was to be met 
by taxes as proposed it would be necessary to increase the taxes 
from time to time. Total disbursements the first year under 
the act were estimated at $70,000,000, and these would increase 
rapidly each year, according to the witness, until they would 
exceed $322,000,000 in each of the years 1959, 1960 and 1961. He 


estimated the total of all disbursements in the 30 years from 
1936 to 1965 to be $7,000,000,000, exclusive of the cost of con- 
tinuing present pension systems to termination estimated at 
$300,000,000. 
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Coordinator Eastman opposed the legislation put forward | 
organized railroad labor, contending that the drafting of |,, 
lation should await completion of studies now in progreg , 
to pensions and also that an investigation should be Made ; 


om Title 
roviding | 
















determine the relation of pensions and retirement to the ope, Before 
tion of railroads. (See Traffic World, July 27, p. 148) Krauth¢ 
Companion Tax Bill ho te 

‘ : ea 
Though not so stated, the pension and tax Dills frame y PP senat 
organized railroad labor are companion measures, the inteylmmmrymothy § 
being that the money raised by the tax bill would reimburse ty ne emplo 


federal treasury for the expenditures required under the pensiq 
act. The House committee on ways and means had the ty 
bill under consideration when the pension bill was passed, 
The heads of the principal railroad labor organizations wo, 
at the Capitol when the pension bill was rushed through. Thy 
have concentrated for weeks on their campaign to obtain pasggyy, 
of the bill. 
Because the House committee on ways and means did ny 
immediately report the bill taxing the railroads and thei 
employes railroad labor executives became concerned August }j 
with the result that a conference was held with President Roose 
velt. The rail labor leaders desired the President to use hj 
influence to get the House committee to act favorably on the bil 
Without passage of the taxing bill, the pensions provided fo 


pmployes. 
4 merican 
ways an¢ 
august 1’ 

One 
enate ¢ 
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propose 
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Mr. 
railroads 
arrange! 
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in the pension bill would have to be met by appropriations by pear th 
Congress out of the general funds in the treasury without th tire im! 
treasury being reimbursed for its payments on that account. effective 

Representatives of the twenty-one so-called standard rail IMM pasis of 
road labor unions, headed by George M. Harrison, chairman of Hi pe requ 
the executive committee of the Railway Labor Executives’ As ployes 
sociation; Representative Crosser, of Ohio, who has been lead Hi had no 
ing the fight for enactment of the pension and tax bills; ani Hi gicated 
Coordinator Eastman participated in the conference with Presi i pe put 
dent Roosevelt. Mr 

Mr. Harrison said after the conference that there was a MM ion a 
general discussion about the retirement legislation, but that the cyctair 
conference was devoted mainly to the tax bill. He declined pensio 
to say what the President’s reactions were to the situation pre J money 
sented. He said that railway labor believed that it should par % jjoved 
ticipate in the expense that would be caused by the passage anythi 
of the retirement legislation and that, therefore, it was willing i ynder 


to pay an income tax on its wages while the railroads paid an T 
excise tax on their pay rolls. 


It was held in some quarters that organized railroad labor pony 
had made at least a tactical error in getting Congress to put ane 
through the pension bill first and that it would have been bet- the le 
ter had the tax bill been passed first. tion 

Following the conference at the White House the House 4 
committee on ways and means again considered the railroad I 
pension tax bill. Serious opposition to the bill had developed repea 
in the committee on the ground that the tax rates would not the a 
long support the pension scheme provided for in the pension to be 
bill. The committee finally decided to appoint a sub-committee futur 
to consider redrafting the tax bill. ; Be 

There was also under consideration a proposal to ‘have 4 
Congress adopt a joint resolution asking the President to re the 
turn the pension bill so that it and the tax bill might be dealt _ 

i 


with together. It was understood that the President had sug- 
gested that a total tax of seven per cent be levied on both the He 


pay rolls of the carriers and on the wages of the employes and eres 
that, if that did not produce sufficient money, the annuities = 


should be scaled down. It was not learned as to how the pro- 
posed seven per cent tax might be divided as between the car- 
riers and the employes. an 

The sub-committee of the ways and means committee Sta 


planned to confer with the President. the 
The Senate finance committee planned to begin hearings me 
August 22 on the tax part of the pension plan. es 
House Action on Taxing Bill edu 
The House ways and means committee August 22 ordered sui 
a favorable report on a revision of the rail pension taxing bill, do 
H. R. 8652. The vote was 18 to 4. al: 
The revised bill levies a tax of 3% per cent on the payroll sh 
of the railroads, to be paid by the railroads, and a tax of 3% th 
per cent on the wages or salaries of railroad employes, to be Ta 
paid by the employes. As introduced, the bill provided for a in 
tax of 4 per cent on the payrolls to be paid by the carriers and as 
a tax of 2 per cent on employe compensation to be paid by the r 
employes. 
The bill also was changed to make the effective date March § 
1, 1936, so as to make that date conform with the effective date r 
of the companion bill providing for pensions. ; H 
The committee also amended the bill to make it effective s 


for only one year because of the study that is to be made by 
the special commission provided for in the pension act. 
An amendment also was adopted to exclude the railroads 
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ugust 


om Title II of the social security act—the part of that act 
roviding for annuities. 
Senate Hearings 


Before the Senate finance committee the same day Edwin 
Krauthoff, special counsel for the organized railroad employes, 
sho prepared the pension and tax bills as originally introduced, 
ppeared in support of S. 3150, the Senate measure introduced 
y Senator Wagner, identical with H. R. 8652 as introduced. 
jmothy Shea made a brief statement in support of the bill for 
he employes. Herman L. Ekern also supported the bill for the 
bmployes. R. V. Fletcher, general counsel of the Association of 
,merican Railroads, opposed the bill as he had before the House 
vays and means committee last week. (See Traffic World, 
sugust 17, p. 281.) 
One of the questions asked by Chairman Harrison, of the 
Senate committee, was the reason for proposing to make the 
ailroads pay twice as much as the employes in supporting the 
proposed pension system. He wished to know the reason for 
the discrimination against the companies and why the pro- 
posal Was not put on a 50-50 basis. 

Mr. Ekern said the reason for the 4 per cent tax on the 
railroads and the 2 per cent tax on the employes was that that 
arrangement was predicated on the principle that in establish- 
ment of pension systems the companies or employers should 
bear the cost of the pensions of the employes who would re- 
tire immediately or shortly after the pension system became 
effective while the annuities to be earned should be on a 50-50 
basis of contribution of each side. The railroads, said he, would 
be required at least at first to pay twice as much as the em- 
ployes to take care of those immediately pensioned and who 
had not contributed anything toward the cost thereof. He in- 


lead. 
ani I dicated that probably after a period of years the cost might 


resi HF he put on a 50-50 basis. 
as Mr. Krauthoff said he had based the bills—both the pen- 
the sion and tax bills—on a legal theory that he hoped would 
nel sustain them in the Supreme Court of the United States. The 

pension bill rested on the power of Congress to appropriate 
ne money and the tax bill.on the power to tax, said he. He be- 
lieved these were such broad powers that Congress could do 
oe anything under them it was not specifically barred from doing 


~ under the Constitution. 
There was no contractual obligation involved as between 
bor the government and the railroad employes, he contended. He 
ut said Congress could repeal the pension act any time. Senator 
et. George, of Georgia, however, indicated a belief that passage of 
the legislation would subject the government to a moral obliga- 
tion 

se : 

ad If the scheme provided for did not work, Congress could 


ad repeal the legislation, said Mr. Krauthoff. He admitted that 
ot the actuarial experts had showed that the tax rates would have 


n to be substantially increased to meet the cost of the system in 
fe future years, these taxes being estimated up to a total of 18 
per cent of the total annual compensation of railroad employes 
" to be borne by the companies and the employes. Mr. Ekern said 


: the rates would depend on the amount of the payroll. 


Mr. Fletcher emphasized that there was no proposal to 
include the employes of competitors of the railroads in the plan. 
) He said in answer to a question that he did not see how Con- 
gress could fairly exclude the employes of the railroads’ com- 
betitors if it enacted the proposed legislation. The competitors 

were handling 17 per cent of the traffic of the country, said he. 

The presentation of the pension and tax bills, said he, was 

an attempt to circumvent the Supreme Court of the United 
States. He referred to the decision of the court holding invalid 

the pension act of last year on the ground that, under the com- 
merce clause, Congress could not enact pension legislation for 
railroad employes. Under the scheme now presented, said he, 
Congress could provide pensions for the employes of any in- 
dustry, If the theory on which the bills were presented were 
a, said he, there would be no end to what might be 
ong and the demands that would be made on Congress. He 
ysl pee he had never been able to see why the railroads 

+ pad a more to the cost of the pension system than 
idieeads tan He made a general plea that Congress treat the 

rr airly—the same kind of treatment it accorded other 
2 “el He said if the railroads were treated by Congress 
sl rea ed their competitors and other industries, the rail- 

8 would have little about which to complain. 


iat her ag said the railroad employes favored the pension 
nag — extended to employes of competitors of the rail- 
eo Senator Barkley, of Kentucky, however, thought that 

il there was a degree of stabilization in trucking employment 
such a system could not be applied. 


August’ committee adjourned shortly after noon August 23 until 
24. Murray Latimer, chairman of the Railroad Retire- 
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ment Board created under the act held invalid, was to submit 
statistical data as to the cost of the proposed pension system. 


Views of R. V. Fletcher 


As to the legal aspects of the matter Mr. Fletcher in part 
said: 


The bill in question cannot be intelligently considered unless it 
is coupled up with a bill which passed the Congress this week and 
which provides for a retirement system for railroad employes. It 
is obvious that the purpose of S. 3150 is to replenish the treasury 
for amounts which are paid to pensioned employes entitled to receive 
retirement allowances under the provisions of the bill which has 
gone to the President. It is clear that tee_present bill is not in fact 
one to raise revenue for general government purpose. 

It should be remembered that a year ago Congress passed the rail- 
road retirement act, which was declared unconstitutional by the Su- 
preme Court of the United States. Time does not permit me to dis- 
cuss to any great extent just what was held in that case. I desire 
to say, however, that the bill held unconstitutional by the Supreme 
Court contained precisely the same pension scheme or plan that is 
contained in the bill which has passed the Congress, coupled with 
the measure you are now considering. It will be remembered that 
the court in discussing the retirement act used this significant lan- 
guage: 

“It is an attempt for social ends to impose by sheer fiat non- 
contractual incidents upon the relation of employer and employe, 
not as a rule or regulation of commerce and transportation between 
the states, but as a means of assuring a particular class of employes 
against old-age dependency. This is neither a necessary nor an 
appropriate rule or regulation affecting the due fulfillment of the 
railroad’s duty to serve the public in interstate transportation.” 

It would seem, therefore, that the court has held that what may 
be a desirable social purpose cannot be accomplished through legis- 
lation by Congress, this not being a field which under our system of 
government can be occupied by the federal power. There can be 
no mistake as to the effect of this decision. That I am correct in 
saying that what the court held definitely excludes the federal gov- 
ernment from this field is clear from the construction of the majority 
opinion found in the dissenting opinion of Chief Justice Hughes. 
Here is what Chief Justice Hughes said about it: 

“But after discussing these matters, the majority finally raise 
a barrier against all legislative action of this nature by declaring 
that the subject matter itself lies beyond the reach of the congres- 
sional authority to regulate interstate commerce. In that view, no 
matter how suitably limited a pension act for railroad employes 
might be with respect to the persons to be benefited, or how appro- 
priate the measure of retirement allowances, or how sound actuarily 
the plan, or how well adjusted the burden, still, under this decision, 
Congress would not be at liberty to enact such a measure.” 

It may be said that this legislation is attempted under the tax- 
ing power of Congress and not under the commerce power. It will be 
seen, however, that this question goes far beyond the question of 
the right to regulate commerce or what may he done by Congress in 
the process of regulation. It is a definite finding by the court that 
the right to accomplish a social end of this character is one which 
is reserved in the Constitution to the states or to the people under 
the express terms of the tenth amendment. In other words, this 
legislation goes to the very heart of our federal system and involves 
the important question of whether an end of this kind can be accom- 
plished under the plan which reserves to the states and the people 
the residuum power and delegates only a limited authority to the 
federal government. In addition to this general consideration, the 
court held that the former act violated the fifth amendment in three 
or four important particulars. It was held that it was a denial of 
due process to award compensation based on past service which had 
no relation to commerce. This objectionable feature is retained in 
the bill which has passed the Congress. In the second place, it was 
held that it was a Violation of due process to pool the service of an 
employe upon all railroads of the country. This objectionable feature 
is retained in the present bill. Time will not permit an elaborate 
discussion of the fifth amendment questions which arise in this case. 
It is said, however, that the present plan will withstand attack be- 
cause it is divided into two parts, one which pays the retirement 
allowances out of the treasury of the United States, and the other, 
which levies excise and, income taxes upon the employer and em- 
ploye to reimburse the treasury. I submit that Congress cannot be 
endowed with power in a non-federal field by so crude and simple 
an expedient. It will be remembered that Congress undertook at 
one time to abolish child labor by passing a law that commodities 
produced in factories where children worked could not be shipped 
in interstate commerce within thirty days from the time such goods 
were manufactured. This was held to be beyond the power of Con- 
gress under the commerce clause and that the desirable social end 
sought was not in any proper sense a regulation of commerce, just 
as it was held that the payment of retirement allowances had no 
such relation to efficiency and safety as would justify its enactment 
under the commerce clause. 


Bills Passed in House 


The House ways and means committee approved the rail 
pension tax bill fixing tax of three and one-half per cent each on 
the railroads and on the employes, making a total tax of seven per 
cent on the payroll. 

The House, at a night session August 22, passed the rail- 
road pension tax bill reported by the ways and means commit- 
tee. The bill was simply submitted and passed. There was no 
discussion. The taxes of 3% per cent on the carriers and of 
like amount on the employes are to be effective only up to 
March 1, 1937. The bill then went to the Senate. 

What was deemed disclosure of a promise to consider rail 
pension legislation at this session of Congress was made by 
Senator Robinson, of Arkansas, leader of the majority in the 
Senate in a general discussion of things that ought to be done 
before the end of the session. What he said was also taken as 
indicating a thought that the leaders would try to pass a sub- 
stitute for the farm mortgage act declared unconstitutional by 
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the Supreme Court. After mentioning some of the things he 
thought should be done, he said: 


There is another bill which I feel ought to have consideration 
before the session closes, and that is the railroad pension bill. We 
enacted a railroad pension law sometime ago and it went through 
the mill of the courts, just as did the farmers’ bankruptcy act, and 
was held to be unconstitutional. Since that decision friends of the 
proposed legislation have been continuously cooperating in an effort 
to work out and bring forward a measure which would meet the 
tests set up by the Supreme Court ruling. It is believed that the bill 
to which I am now referring, which was reported only recently, meets 
those tests. In any event, it is my purpose, if possible, to arrange 
for consideration of that measure in order that the Senate may have 
opportunity to pass upon it. 


A short time before that Senator Wagner, of New York, had 
reported from the Senate interstate commerce committee S. 3151, 
the bill advocates the railroad pension legislation had been 
working on since the original act was declared unconstitutional. 
The New York senator reminded Senator Robinson that the bill 
had been reported and that at the first session of the Senate 
after August 17 it would be possible to bring the subject before 
the Senate. 


N. Y. MERCHANTS’ ASSN. TRAFFIC BUREAU 


The Merchants’ Association and other New York commer- 
cial organizations will back to the limit the action of the east- 
ern railroads in filing rates on automobiles for export by way of 
the eastern seaboard lower than those by way of Southern ports, 
it is indicated in the annual report of the traffic bureau of the 
association. 


. Commenting on the “attempt which southern railroads are 
making to divert export and import traffic originating at or 
destined to certain interior territory through Gulf and south- 
Atlantic ports by establishing depressed bases of rates,” the 
report said: 


The eastern railroads have made an effort to meet this situation 
so far as automobiles for export are concerned by refusing to concur 
in the southern lines’ rates and by filing a schedule such that the 
rates for the shorter distance to the eastern seaboard would be, if 
the schedule goes into effect, lower than the rate to the south. Just 
before the new tariff was scheduled to become effective on August 
8, 1935, the Interstate Commerce Commission suspended it and the 
matter will have to be argued out before the Commission. If these 
rates prevail, it is the intention of the eastern ports to seek similar 
protection on other commodities. 


Other subjects discussed in the report included the question 
of store door delivery service, the Albany port differential com- 
plaint, the Shipping Board Bureau’s intercoastal investigation, 
and alleged abuses connected with the loading of freight on 
New York piers. 


DANGEROUS CARGOES 


The House has passed H. R. 8598, a bill authorizing and 
directing the Secretary of Commerce to promulgate rules and 
regulations for the inspection and regulation of vessels engaged 
in the transportation of inflammable, explosive, and like dan- 
gerous cargoes in navigable waters of the United States. The 
bill is designed primarily to enable the department to deal 
with transportation of dangerous cargoes in harbors such as 
at the port of New York. It does not apply to American or 
foreign vessels having unexpired certificates of inspection. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Switch- 
men’s Union of North America has been designated to repre- 
sent the yard service employes of the Western Pacific perform- 
ing work generally recognized as that of yardmen. At the elec- 
tion held under the supervision of the board there were 83 
votes cast for the switchmen’s union and 43 votes for the 
Brotherhood of Railroad Trainmen. 


The National Mediation Board has certified that the Inter- 
national Association of Machinists, International Brotherhood 
of Boiler Makers, Iron Shipbuilders, International Brotherhood 
of Blacksmiths, Drop Forgers and Helpers of America, Sheet 
Metal Workers’ International Association, International Brother- 
hood of Electrical Workers, Brotherhood of Railway Carmen, 
International Brotherhood of Firemen and Oilers, Helpers, Round 
House and Railway Shop Laborers, acting through the Railway 
Employes’ Department, American Federation of Labor, have been 
designated and authorized to represent, respectively, employes 
of the classes indicated by the names of the organizations of 
the Kansas City Terminal Railway. 


The National Mediation Board has certified that the Brother- 
hood of Railway and Steamship Clerks, Freight Handlers, Ex- 
press and Station Employes has been authorized to represent 
the clerical and station employes of the Union Belt of Detroit, 
Mich. 
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Questions and Answers 


N this column will be answered questions of both legal and Practi 
nature that confront persons dealing with traffic. A specialist on Pe 
state commerce law, who is a member of our legal department, wij] ,;. 
his opinion in answer to any simple question relating to the law of interns, 
transportation of freight. A trafic man of long experience and wide know 
edge will answer questions relating to practical traffic problems. We do no, 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any Question, 


legal or traffic, that it may appear to us unwise to answer or that involves; 


situation too complex for the kind of investigation herein contemplated, If, 
more comprehensive answer to a question is desired than is thought Toper for 
this column, the department will answer it by letter for a reasonable Charge 
No attention will be paid to anonymous communications or questio, 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. ¢, 
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Tariff Interpretation—Specific Rate Versus Rate Made by Us 
of Intermediate Rule 


Alabama.—Question: We cannot satisfy ourselves or locate 
an Interstate Commerce Commission decision covering the fol. 
lowing intermediate clause—sectional tariff interpretation, 

Curlett’s Tariff No. 54, I. C. C. A291, is involved. Section 
3, page 321, Index 42485, Commodity column 322 from Group 4 
a specific rate of 74 cents is named. Item 1705, page 18, Sup 
plement 50, Section 3, rate of 48 cents is named from Group 4 
to Memphis, Tenn., and is subject to intermediate clause per 
Item 85A, page 12 of Supplement 13 thereto. Both sections— 
2 and 3—refer to other if lower than in their particular section 
but Item 85A, the intermediate clause, refers, as you know, “tf 
other rate via same route,’ etc. The rates in both sections 
apply via the same route or routes. 

Is it not your view that since Section 3 alternates with 
Section 2 and by the use of Item 85A you arrive at the lower 
rate per Section 2, it is the legal rate? The alternative feature 
has us puzzled. 

Please give us the benefit of your opinion, supported, if pos- 
sible, by Interstate Commerce Commission citations. 

Answer: In its decision in Standard Oil Company vs. A. T. 
& S. F. Ry. Co., 139 I. C. C. 297, the Commission held that a 
specific rate always takes precedence over a rate made by the 
use of an intermediate rule, regardless of whether they are 
contained in the same tariff or in different tariffs, and of whether 
the specific rate is published to become effective before or after 
the effective date of the rate under the intermediate rule, unless 
there are published tariff provisions to make clear, and give 
effect to the purpose to have rates resulting from the inter- 
mediate rule apply to the exclusion of specific rates in certain 
instances. 

See, also, Case Manufacturing Co. vs. N. Y. N. H. & H.R. 
Co., 159 I. C. C. 507, in which case the Commission held that a 
specific class rate took precedence over a class rate made by 
the use of an intermediate rule. 


In Curtiss Lumber Co. vs. A. T. & S. F. Ry. Co., 151 I.€.C. 
610, however, the Commission limits the application of its de 
cision in the Standard Oil Company case, 139 I. C. C. 297, in 
holding that a commodity rate made by the use of an inter- 
mediate clause will take precedence over a specific class rate. 
In that case the Commission said that the counsel for defendants 
urged that their findings in the Standard Oil Company cases, 
139 I. C. C. 297, “makes it imperative” that the Commission find 
the commodity rate not applicable to Ludlow. The Commission 
said the rule under consideration in the Curtiss Lumber case 
differed materially from the intermediate rule considered in the 
Standard Oil Company case; that the language employed, if 
given its natural and unqualified meaning, made clear and gave 
effect to a purpose to make the rates resulting from the inter- 
mediate rule apply to the exclusion of class rate. The Com: 
mission pointed out in the Standard Oil Company case that 
under such circumstance the rates resulting from intermediate 
rules were applicable. The commission also said that counsel 
for defendants in the Curtiss Lumber Company case sought to 
give too broad an interpretation to their finding in the Standard 
Oil Company case; that the report therein, when considered as 
an entity, clearly reveals that they were considering specific 
rates and rates resulting from the application of intermediate 
rules when of the same character or grade. 


Tariff Interpretation—Application of Rule 30 (Mixed Carloads) 
of Tariff of Emergency Charges 


New York.—Question: Supplement 1 of the Tariff of Emer: 
gency Charges provides the following scale for the application 
of charges on iron and steel articles, viz.: 
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Where the rates are or are equivalent to the following figure 
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*Specific emergency charge, not subject to 7 per cent maximum. 


We have a mixed carload of miscellaneous freight in which 
there is a quantity of iron and steel articles subject to the afore- 
mentioned charges and there is a commodity rate on iron and 
steel of 28c, which would cause the application of the 1%c emer- 
gency charge. However, under the provisions of Rule 10 we 
are bound to protect the highest minimum weight and highest 
rate, which in this case will be 32c on the mixture. 

In view of the 32c rate having to be protected for the 
carload, would that put the iron and steel rate as being over 
98¢ subject to the 2c emergency charge or may the emergency 
charge be assessed on the actual rate of the iron and steel 
articles in the car? 

Answer: While under the provisions of Rule 10, Section 1 
thereof, the rate on the highest classed or rated article would 
determine the emergency charge to be applied on the iron and 
steel included in the shipment in question, this would not be 
true were the provisions of either Section 2 or 3 of Rule 10 
applied to the shipment. 

Under the provisions of Item 30 of the tariff of emergency 
charges, where mixed carloads consist of articles subject to 
different emergency charge rates, the maximum or specific 
emergency charge rate stated in part 4 is to be applied to each 
commodity at the actual weight of each. 

As to the shipment in question, if the provisions of Section 
1 of Rule 10 are applied to the shipment, the emergency charge 
on the iron and steel must be based, in our opinion, upon the 
rate of 32c, which, under the provisions of Section 1 of Rule 10, 
is the rate applicable on the iron and steel. 

There is no provision in Item 30 of the Tariff of Emergency 
Charges for the application of the emergency charge to the rate 
on a given commodity, which would be applicable were the 
commodity not subject to the provisions of Section 1 of Rule 
10, unless the statement in Item 30 reading, “Apply the maxi- 
mum or specific emergency charge rate stated in part 4 to each 
commodity at the actual weight of each,” is to be read as au- 
thorizing the application of the emergency charge to the actual 
weight of a given commodity at the rate which would apply 
were that commodity not subject to the provisions of Section 
1 of Rule 10. It does not appear to us that such an interpre- 
tation of Item 30 is warranted by the context of this rule, but 
rather that the emergency charge applicable to a given com- 
modity at the actual weight of that commodity is to be applied, 
and that the rate to which the emergency charge is to be applied 
is that which applies on the mixed carload shipment under the 
provisions of Section 1 of Rule 10 of Consolidated Classification, 
in the instant case, 32c per 100 pounds. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading 


Virginia —Question: Will you please advise your opinion, 
giving recent decisions, if any, on the following: 

A carload shipment was made from A to C, which is located 
on the A. C. L. Railway and the Southern Railway. Rate was 
inserted in the bill of lading to point B, which was the correct 
destination, but the bill of lading was made in error showing 
destination as point C, routing being shown on the bill of lading 
—St. Paul C. C. & O. with no other carrier shown. The rate to 
correct destination, point B, is about one-half of that to point C. 
In addition to having to pay a greater rate to point C, the car 
had to be reconsigned to the correct destination of point B. 
It would appear to us that to an extent, stipulation in the bill of 
lading could not be executed due to the fact that the rate to 
destination shown in the Dill of lading was much lower than 
the published rate. 

_ Answer: It appears that the facts in the instant case are 
similar to those in the case of Hutton & Bourvonnais Company 
Vs. Southern Railway Co., 50 I. C. C. 334, if, as we assume, 
destination C is located on carriers other than the carrier or 
carriers on which destination B is located. Under the facts 
in that case the bill of lading, prepared by complainant, showed 
the destination as Fort Plain; the route as “Sou., Potomac 
yards, cheapest W. S. R. R. dly.” Fort Plain is a local station 
on the New York Central Railroad; South Fort Plain, a local 
Station on the West Shore Railroad. The shipment moved 
over the Southern Railway, Philadelphia, Baltimore & Washing- 
we and Pennsylvania railroads, and the New York Central to 
ort Plain. Upon arrival at that point complainant ordered the 
shipment reconsigned to South Fort Plain, to which point it 
en over the New York Central in connection with the West 
; ae Charges were collected in the sum of $158.72, based on 
ia CY of 46,300 pounds and rates of 29 cents to Fort Plain 
men 2 cents from Fort Plain to South Fort Plain, plus a $5 
- ~ re raga charge at Fort Plain, all of which were legally 
Pplicable. A 29 cent rate also applied from Hickory to South 
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Fort Plain over the Southern in connection with the Philadel- 
phia, Baltimore and Washington, Pennsylvania, New York Cen- 
tral and West Shore. 

The Commission in this case held that as the rate to Port 
Plain and South Port Plain were joint rates the Southern agent 
at Hickory was chargeable with knowledge of the fact that West 
Shore delivery was impossible at Fort Plain; that the obligation 
lawfully rests upon the carrier’s agent to refrain from executing 
a bill of lading which contains provisions that cannot lawfully 
be complied with or provisions which are contradictory, and 
therefore impossible of execution. 


Tariff Interpretation—Commodity Versus Class Rate 


Tennessee.—Question: Where there is a specific commodity 
rate published from Trunk Line Tariff Bureau territory to 
Southern Freight Association Bureau territory, which exceeds 
the class rate on the same commodity, does the commodity rate 
prevail over the class rate, which is lower, or does the class 
rate take precedence over the commodity rate? 

Answer: In paragraph (a) of Rule 7, of the Interstate Com- 
merce Commission Tariff Circular 20, it is stated: 


Where a commodity rate, either distance or mileage, or specific, 
is named in a tariff from origin to destination such commodity rate, 
except as otherwise provided in sections (b) and (c) of this rule 
and in Rule 27, is the applicable rate and the only rate that may 
be used via the route or routes over which the commodity rate 
applies, even though a class rate (except as provided in Rule 27), 
or some combination of rates may be made lower. 


See, also, in this connection, the Commission’s opinions in 
Ruby-Patrick Seed Co. vs. St. L. S. F. Ry. Co., 60 I. C. C. 411 
(412); T. McCleland Hardware Co. vs. Illinois Central R. R. Co., 
89 I. C. C. 129. The instant case constitutes, in our opinion, 
no exception to the rule. 


Conversion—Liability of Carrier in Delivering Goods to Shipper’s 
Representative 


Indiana.—Question: A shipment of tires was made from 
our distributor A to a dealer in B, Ill. The original bill of lad- 
ing was mailed to us and we presumed that shipment was re- 
ceived by the original consignee until we endeavored to collect 
for, and they advised us they had never received the ship- 
ment. This necessitated tracing and after a few months we 
were advised that it was taken up by our representative. We 
gave no instructions to our representative to take up the ship- 
ment and they have no authority to do so. In the meantime 
our representative has discontinued and, in fact, is now bank- 
rupt. Can we hold the carrier liable for this shipment, due 
to the fact that they delivered to the wrong party without 
presentation of original bill of lading or authority from us to 
deliver to someone other than the original consignee? 

Answer: The duty of a carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If a carrier delivers goods to a person not 
entitled to receive them it is liable to the person who is en- 
titled to them for conversion, rendering it immediately liable, 
irrespective of its good faith in making the delivery. No ques- 
tion of care arises, for in such case the carrier acts at its peril 
and is liable regardless of negligence. See, St. Louis, etc., R. 
Co. vs. Larned, 193 Ill. 293; Illinois Central R. Co. vs. Parks, 
54 Ill. 294; St. Louis, etc., R. Co. vs. Rose, 20 Ill. Ap. 670. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery, and will 
relieve the carrier from further liability, and if the person to 
whom delivery is made is really the agent authorized to receive 
the goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
made on insufficient, or even on false evidence. Parker, Gor- 
don, etc., Co. vs. Chicago, etc., R. Co., 179 S. W. 785. But an 
agent engaged in general employment of the consignee in con- 
nection with his business, may not have authority to receive 
the goods (Wilson Sewing Machine Co. vs. Louisville, etc., R. 
Co., 71 Mo. 203; Nebenzahl vs. Fargo, 3 N. Y. S. 929; Ela vs. 
American Merchant Union Express Co., 9 Amer. Rep. 618), and 
when the carrier is sued for misdelivery it must show that the 
agent was authorized to receive the goods, or at least that he 
had been clothed with such apparent authority as to justify 
it in presuming his authority (Schlesinger vs. New York, etc., 
R. Co., 85 N. Y. S. 372, Waldron vs. Chicago, etc., R. Co., 46 
N. Y. S. 456), but no greater degree of proof of authority in the 
person to whom they were delivered is required than for any 
other issue in a civil case. 

The above principles are applicable, in our opinion, to the 
instant case. 

Reparation—Party Entitled to 


New York.—Question: We receive carloads of merchandise 
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A Completely Coordin; 


More territory 
covered by new 
Keeshin Service 


Keeshin announces service to new territory. 


If evidence of the importance to com- 
merce, of well organized, properly 
operated motor transport service is 
needed, the growth of this company 
furnishes ample proof. 


Conservative policies have governed 
every step. From the first addition to the 
two trucks which were the company’s 
original equipment, every extension of 
territory, every purchase of equipment 
has only come after a careful study of the 
need for such expansion. Selfishly that 
is good business policy, but it also de- 
livers to our customers sound, well- 
planned, well-organized service. Re- 
sults have shown in every case that our 
analysis of the situation was sound. 


Business today is a complex matter and 
modern conditions have placed on it the 
burden of a demand for fast, safe, 
efficient and economical distribution. 
It is in rendering such service that the 
KEESHIN MOTOR EXPRESS COM- 
PANY has acquired the reputation for 
DEPENDABLE SERVICE. It uses every 
means at hand to achieve fast, economical 
delivery—truck-rail service in certain 
territories, properly located and equipped 
terminals, fast pool car distribution, and 
constant attention to equipment and 
personnel. 


The new KEESHIN tariff, covering all 
territory, should be on every Industrial 
Traffic Manager's desk—drop us a line 
for it. 


KEESHIN MOTOR EM 


MEMBER: ONEEFRI 

Chamber of Commerce of the United States of America KEESHIN TRANS den 
a | 

TERMINALS: DeKalb, Dixon, Moline, Peoria, Rockford, Sterling (Illinois), Fort Wayne, Hammond, Indianapolis, Michigan City, South Bend (Indiana), Dev - 


_ 





#Transportation System 


~ | he Additional 
: | KEESHIN 
SERVICE 


During the past month KEESHIN DE- 
PENDABLE SERVICE has been extended 
to embrace Columbus, Dayton and 
Springfield (Ohio) and Louisville (Ken- 
tucky). Service has also been inaugurated 
between lowa, Illinois, Wisconsin and 
St. Louis and East St. Louis. This com- 

any also owns and operates the Scott 
a cee Company serving Toledo, 
Cleveland, Akron, Painesville, Geneva, 
Ashtabula, Conneaut (Ohio), Erie, 
Pittsburgh (Pennsylvania), Buffalo, Dun- 
kirk, Jamestown, Niagara Falls (New 
York) and intermediate territory. 


KEESHIN 
Transcontinental 
Freight Lines 


The public will receive from the Keeshin 
Transcontinental Freight Lines the same 
“Dependable Service’ which has uni- 
versally been given throughout the 
territory served by Keeshin Motor Ex- 
press Company. This service will be the 
prime purpose of the new organization: 
the policies and principles which have 
been the foundation of the business in 
the past will be continued unchanged. 
The service will be increasingly valuable 
to the public as the area of distribution is 
enlarged. There will be no change in the 
operating management. The public shall 
have the best service at rates reflecting 
economies of truck transportation and 
co-ordinated truck-rail transportation. 


fre 


President 


RESS COMPANY. INC. 


0 General Offices: 300 North Canal St., Chicago, Ill. 
t REGHT LINES, INC. Telephones: Dearborn 9200-9216 


vein owe), Columbus, Dayton, Springfield, Cincinnati, Cleveland, Ashtabula (Ohio), Louisville (Kentucky), St. Louis (Missouri), Erie (Pennsylvania), Buffalo (N. ¥.) 
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which are invoiced to us with full freight allowed to destina- 
tion. We pay freight charges. 

Reparation is now in order for past movements and we 
are desirous of knowing who is entitled to this reparation, the 
shipper or us. 

Answer: Under the Commission’s findings in Missouri Port- 
land Cement Co. vs. Director-General, 88 I. C. C. 492, the party 
who bears and pays the freight charges is entitled to recover 
as reparation the difference between the unreasonable charges 
paid on the shipments, and charges found to have been reason- 
able on such shipments. In this case the Commission held 
that where the consignor contracts with the railroad for the 
movement of goods, but sells the goods f. o. b. point of origin 
and collects the freight charges from the consignee, it is clear 
that the consignor is acting as an agent, and that the consignee 
is the undisclosed principal in the transaction. The Commis- 
sion held that not only did the consignees, the undisclosed 
principals, make no objection to the action brought by the 
complainant, their agent, but that the record showed that one 
of them at least was present at the hearing and fully aware 
of the nature of the proceeding; that the conclusion follows 
that under the circumstances of the case the complainant had 
the right to bring the action; that the consignees also had 
such right, and that if they had exercised it, they would have 
been substituted for complainant; that, doubtless, also, they 
would have a right to recover from the complainant any repara- 
tion that may be awarded with respect to the shipments, the 
freight charges upon which they bore as such; that it is not 
necessary for the Commission to go beyond the “first step,” 
and that under the circumstances of the case the first step 
was taken by the complainant when it paid the freight charges. 

The situation seems to be similar to the one covered by 
the decision of the Commission in the above referred to case, 
except that you are the consignee paying the freight charges, 
which, however, are borne by the consignor. See, also, Atlas 
Metal Works vs. A. C. & Y. Ry. Co., 100 I. C. C. 173, 178. 


Shipping—Duty of Carrier to Tranship 


Connecticut.—Question: A steamship company operating 
a regular trans-Atlantic route between Norway and the United 
States met with mechanical difficulty during a voyage and was 
towed to the nearest port for repairs, which required two months. 
Under normal sailing conditions the vessel could have made 
the regular trip in thirty days, but in this instance ninety days 
elapsed. 

The market price of the finished product declined just be- 
fore the raw stock was received at port of destination. If we 
had received the raw stock within two months from sailing 
date advantage could have been taken of the higher market. 

Are we justified in assuming that vessel owners are liable 
by negligence for the financial loss, failing to forward our ship- 
ment by another available steamer, within a reasonable time? 

Answer: Owners of vessels, like other carriers of goods, 
undertake to transport and deliver goods received for carriage, 
not only in safety but in due time; and for damage caused by 
undue delay in carriage or delivery both vessel and owner are 
liable. He must prosecute the voyage with diligence, and make 
delivery of the goods at the time agreed upon or within a 
reasonable time if none be specified. Excusable delays in car- 
riage suspend but do not terminate the contract of affreight- 
ment, and when the cause is removed the master must proceed 
with the voyage and make delivery. During the detention the 
vessel continues to be liable as a common carrier, not a ware- 
houseman, and remains liable as insurer against losses and 
damage from all but excepted causes. 

The vessel and her owners are liable for delays due to 
their own fault or negligence, such as the unseaworthiness of 
the ship, whether she is delayed by a breakdown on account of 
even a latent defect in her machinery, or is forced to put into 
an intermediate port to repair defects existing and rendering 
her unseaworthy at the commencement of her voyage. The 
Caledonia, 157 U. S. 124, 15 S. Ct. 5387; Rathbone vs. Neal, 4 
La. Ann. 563, 50 Am. Dec. 579. Repairs to a vessel in a foreign 
port must in any case be made without unnecessary delay. The 
burden is on the ship to justify any undue delay in prosecut- 
ing her voyage. The Folmina, 212 U. S. 354, 29 S. Ct. 363. 

When the vessel is wrecked, or otherwise disabled in the 
course of the voyage, and cannot be seasonably repaired to 
perform the voyage, the master is at liberty to transship the 
goods and send them forward in another vessel, so as to earn 
the whole freight. Propeller Mohawk, 19 U. S. (L. Ed.) 406; 
Harrison vs. Fortlage, 161 U. S. 57, 16 S. Ct. 488; The Jason, 
225 U. S. 32, 32 S. Ct. 560. If another vessel can be had in 
the same or a contiguous port, or at one within a reasonable 
distance, he is not only entitled, but it becomes his duty, under 
such circumstances, to procure it and transport the goods to 
their place of destination. The Maggie Hammond, 17 U. S. 


(L. Ed.) 772; The Tornado, 108 U. S. 342, 2 S. Ct. 746; The 
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Jason, 225 U. S. 32, 32 S. Ct. 560; Harrison vs. Fortlage, 19; 
U. S. 57, 16 S. Ct. 488; Phelan vs. Alvarado, 19 Fed. Cas, yy 
11067; Hugg vs. Augusta, etc., Inc. Co., 7 How. (U. S.) 595, 1) 
L. Ed. 834; McLoon vs. Chunnings, 73 Pa. St. 98; Hugg 
Baltimore, etc., Smelting, etc., Co., 35 Md. 414, 6 Am. Rep, 49; 
But it is not incumbent upon him to procure a vessel elsewhey, 
than in the port of discharge or in a port in the immediat 
vicinity. Sterling vs. Nevassa Phosphate Co., 35 Md. 128 
Am. Rep. 372; Saltus vs. Ocean Ins. Co., 12 Johns (N. Y.) 17 
7 Am. Dec. 290. 
Shipper’s Load and Count 


Massachusetts.—Question: Will you be good enough to giy, 
an interpretation explaining the limitations of common carrier’ 
liability of shipments moving on a bill of ladng carrying the 
notation, shipper’s load and count. 

Answer: When a shipper’s load and count notation jg 
Placed on a bill of lading by the carrier, the receipt given py 
the carrier, as evidenced by the issuance of the bill of lading 
is a qualified one and it becomes a matter of proof, when suit 
is brought by the shipper, as to whether the amount specified jy 
the bill of lading was actually loaded. When it has bee 
shown that a lesser amount was delivered at destination, the 
fact that the loading and counting was done by the shipper 
without supervision or check by the carrier necessarily places 
upon the shipper the burden of showing that the amount stated 
in the bill of lading was in fact loaded into the car. 

The cases which involve the shipper’s load and count nota. 
tion which the carriers are authorized under section 21 of 
the bill of lading act to place on bills of lading covering ship. 
ments loaded by shippers on industry tracks have not been the 
subject of many decisions of the courts. 

How this burden of proof is to be met is a matter to be 
determined by the shipper in a given case, the handling ac. 
corded the shipment by the carrier being a circumstance to be 
taken into consideration in weighing the evidence submitted 
by the shipper, which may consist of the testimony of the party 
who loaded the car, as to the loading and counting of the 
shipment when it was placed in the car. See the decision in 
Lewis Poultry Co. vs. N. Y. C. R. R. Co., 105 Atl. 109, and 
Palmetto Fertilizer Co. vs. C. N. & St. L. Ry., 83 S. E. 36. 

The decision in Brewster vs. N. Y. C. & H. R. R. Co., 129 
N. Y. S. 368, indicates the form of proof which a shipper should 
offer in support of his allegation of loss or damage by a 
carrier. 


CAR SURPLUS REPORT 

The average daily surplus of freight cars in the period July 
15-31, inclusive, was 295,984, a decrease of 21,228 cars compared 
with the preceding period, according to the Association of 
American Railroads. It was made up as follows: Box, 151,697; 
ventilated box, 1,979; auto and furniture, 24,777; total box, 
178,453; flat, 9,434; gondola, 43,507; hopper, 29,855; total coal, 
73,362; coke, 668; S. D. stock, 22,506; D. D. stock, 3,703; re- 
frigerator, 6,757; tank, 375; miscellaneous, 726. Canadian roads 
reported a surplus of 14,750 cars, made up of 11,850 box, 892 
auto, 784 flat, 120 gondola, 496 S. D. stock, 270 refrigerator and 
338 miscellaneous cars. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation, on August 31, will make 
its twentieth liquidating distribution to participating carriers, 
according to E. G. Buckland, president of the corporation. This 
distribution will amount to 1 per cent of the fund contributed 
in accordance with the terms of the marshalling and distributing 
plan, 1931, and will amount to $735,879, of which $379,884 will 
be in cash and $355,995 in credits on obligations due the cor- 
poration. With this distribution, the total amount returned by 
the corporation to participating carriers will amount to $25, 
755,974, or 35 per cent, of which $11,665,286 will have been paid 
in cash and $14,090,688 in credits. 


TRAVEL BUREAU BILL 


The Senate has passed S. 33, the bill to encuorage travel to 
and within the United States by citizens of foreign countries. 
It would create a “United States Travel Commission,” to be 
composed of the Secretary of Commerce and the Secretary of 
State. A similar but not identical measure was recently favor- 
ably reported by the House committee on interstate and foreign 
commerce. 


LOCOMOTIVE FUEL COSTS 
Fuel for locomotives of Class I steam railways, according 
to a compilation by the Commission’s Bureau of Statistics, cost 
$14,900,893 in June, 1935, as compared with $14,510,501 in June, 
1934. In the six months ended with June the total fuel cost 
was $97,356,885 as compared with $91,584,340 in the correspond: 
ing period of 1934. 
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industrial traffic work has to do with the management of 

the shipping of outbound freight traffic. The typical 
shipping bureau is a sub-division of the industrial traffic depart- 
ment in charge of a superintendent or foreman, who reports and 
is responsible to the traffic manager. The place of the shipping 
bureau in the organization and the size of its personnel depend 
on several considerations, including the size of the industry, the 
volume of outbound traffic, the division of traffic between car- 
joad and less-than-carload traffic, the relationship of the volume 
of outbound to inbound tonnage, the presence or absence of 
railroad siding or water shipping facilities, and the policy of the 
management of the industry with respect to departmental rela- 


tionships. 


O': of the most important phases of the routine work of 


Duties of a Typical Shipping Bureau 


The duties of a typical shipping bureau of an industrial 
trafic department may be summarized as follows: 


Packing of all less-than-carload shipments, 
Weighing of all less-than-carload shipments, 

8. Marking of all package freight for shipment. 

4, Loading of all less-than-carload shipments into trap or ferry 
cars and all carload freight into freight cars, and the loading of 
freight on cartage vehicles or into containers for movement. 

5. Bracing of the contents of loaded cars for shipment. 

6. Arrangement for the placement of cars for loading. 

7. Making of arrangements for weight agreements, 
through the traffic manager. 

Recording of the contents of all package and carload ship- 
ments. 

9. Making of arrangements for the pick-up of express and motor 
freight shipments. 

10. Arranging for the trucking of shipments to railroad, steam- 
ship depots or motor freight terminals, or arrangements for line- 
haul movement of motor freight. 

11. Checking of outbound shipments against invoices, 
orders, and bills of lading. 

12, Transmitting of shipping documents to the carriers for ex- 
ecution. 


1, 
2. 


usually 


shipping 


This list of duties is not complete, for in few industries 
are identically the same duties performed. It, however, includes 
the duties performed in representative industrial establishments, 
and they may be assumed to be typical. 


Packing of Goods 


The packing of freight for domestic transportation was at 
one time not seriously considered as anything more than put- 
ting freight in a box or crate sufficiently strong to pass the 
somewhat superficial inspection given it by the receiving clerk 
at the railroad station. Old boxes and crates were often kept 
around shipping rooms of industrial concerns awaiting a ship- 
ment to fit them. Boxes, barrels, crates, or other containers 
that appeared to be in sufficiently good condition to survive 
another journey were used as occasion required. As a result, 
freight was lost or pilfered from these inadequate containers, 
goods were damaged because of insecure packages, and the 
hands and clothing and sometimes lives of freight station em- 
ployes were endangered by projecting nails and rough corners of 
dilapidated crates and cases. 

Railroads, steamship lines, and express companies, as well 
as shippers, individually and through their trade associations, 
have been agitating the matter of good packing and adequate 
containers for years. Various transportation and shippers’ or- 
ganizations have issued suggestions and packing specifications 
from time to time in order to expose the wastefulness of poor 
containers. The manufacture of containers of the single or mul- 
trip variety has become an important industry. The U. S. 

partment of Commerce has done excellent work in improving 
methods of packing and shipping freight. The problems of 
packing and shipping have attracted the interest and thought 
of trained transportation men and the results may be felt within 
roe years in the rapid strides forward in the art of good 
ing. 


The Goal of Good Packing 


_ . The goal to be striven for in packing freight for shipment 
Is to prepare the goods in such a manner that they will arrive 
See nation in good order and be carried at the lowest pos- 
st rates. The cost of packing and packages must also be 
a € in mind, for it is obviously poor economy to save freight 

arges if the extra packing costs exceed that saving. The fol- 
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lowing factors must be considered in selecting the proper con- 
tainer and method of packing: 


1. Safety of the goods. 

2. Cost of the container or package. 

3. Effect of the kind of the packages used on the rating of the 
goods. 

4. Cost of packing. 

5. Segregation of articles of the same class placed in one con- 
tainer. 

6. Amount of extra weight of containers that adds to freight 
charges. 


Safety of the Goods 


The first consideration in packing is, of course, safe car- 
riage. Goods must be so packed and placed in containers of 
such strength that they are assured of arriving at destination 
in good condition. An article that requires a box should never 
be shipped in a crate merely to save freight charges. A slight 
amount of damage to the contents will offset any advantage of 
saving in rates. The material of which the container is con- 
structed should be of sufficient strength to withstand the strain 
to which the package will be subjected. A few cents saved on 
a container to stand pressure will be offset by the damage 
arising out of the crushing of the contents. The carriers pre- 
scribe the standards of the strength of containers in rules 
40 and 41 of the Consolidated Freight Classification. The types 
of construction, material, and fastenings of various types of 
containers and the makers’ certificates and test requirements 
of fibre or pulp board containers are prescribed in detail in 
these rules. 

Cost of Packing 


Material and labor costs must be balanced against savings 
in rate possible through the use of other types of containers. If 
it costs more to construct the type of container necessary to 
get lower rating than can be saved in freight charges, it is 
obviously poor economy to save freight charges at the expense 
of another greater cost, provided the safety of the goods is as- 
sured when shipped in the cheaper container. Each kind of 
freight must be analyzed and costs of various types of con- 
tainers ascertained before this problem can be solved. The 
following items must be considered: 


Rating of the goods boxed. 

Rating of goods crated. 

Difference in rates. 

Cost of lumber for box. 

Cost of labor necessary to construct box. 
Cost of lumber for crate. 

Cost of labor for crating. 


AIRS Con 


Separation of Shipments into Classes 


Large orders, embracing a variety of articles with different 
ratings, should not be packed indiscriminately into boxes without 
regard to the ratings of the combination, in order to avoid extra 
charges, and to the application of the rule of the Consolidated 
Freight Classification, which provides that the charge for a 
package containing freight of more than one class shall be at the 
rating provided for the highest classed freight in the package, 
without regard to the amount of freight of that class in the 
mixture.’ 


Selecting Containers of Proper Sizes 


In days when any old container was used for freight, little 
attention was paid to the size of the containers used. Packers 
looked over the order to be packed and estimated the size of 
the container needed. In order to avoid having to repack an 
order a container a little bigger than the packer thought would 
be needed was often used. If the freight did not completely 
fill the box the space was filled with excelsior, shredded paper, 
old newspapers, or other stuffing. Freight charges were thus 
often paid on excess weight of container and packing. To avoid 
this waste many large shipping departments have installed pack- 
ing tables fitted with a measuring devise with adjustable sides 
and top and measured bottom. On this the freight to be packed 
may be placed as in a skeleton box and the exact size of the 
container needed may be determined. This device makes sav- 


ings possible in lumber and labor, as well as in freight charges 


1 Consolidated Freight Classification No. 9, Rule 12. 
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on containers of greater size than necessary to accommodate the 
freight. 
Selecting Proper Types of Containers 


The type of business determines, to some extent, the kind 
of containers best adapted. The trend of the times is away 
from the heavy wooden containers usable for only one trip and 
then destroyed, and toward multiple-trip wooden containers and 
lighter wooden, wire-bound wood, or composition board con- 
tainers. 

At one time the railroads returned to the shipper empty 
containers free of charge. This encouraged the use of durable 
containers capable of making many trips. The railroads now 
charge for the return movement of such containers and the 
tendency has been to make them of lighter material, so as to 
avoid excessive charges. Specially designed containers, iight 
but strong, are on the market and in use by shippers needing a 
specialized type of container. 

The lightweight wooden or composition board containers are 
being extensively used. They are much lighter than wooden 
containers and, provided they are sufficiently well constructed 
and of material strong enough to stand the stresses of transpor- 
tation, they are economical. A number of industries are using 
fibre or pulpboard containers exclusively and find them satis- 
factory. Fibre board, pulpboard, wire-bound wooden, all wooden 
and other box manufacturers are eager for an opportunity to 
demonstrate the advantages of containers of these types and 
reliable information as to construction. Test strengths of ma- 
terials and other data may be readily obtained from them on 
request. Each industrial traffic manager must analyze the needs 
of his particular industry and get all the data possible as to 
the advantages and disadvantages of various types of containers 
and select the proper type after comparison, analysis, and ex- 
periment. Once the most satisfactory type of container is de- 
termined, it should be used exclusively until a better type is 
discovered. The United States Department of Commerce, Bu- 
reau of Foreign and Domestic Commerce, has published an ex- 
cellent series of pamphlets on packing for domestic shipment.’ 


Packing Specifications 


The use of charts, prepared by the traffic department for 
the use of the shipping room, showing the method prescribed for 
packing various articles shipped by the industry, is endorsed by 
leading industrial traffic managers. These charts or guides show 
the articles shipped, packing specifications, and ratings in various 
classification territories and carload minima in different con- 
tainers. These instructions are regarded as standing orders 
and are revised from time to time as changes are made in 
classification or as new types of containers are adopted. 

Standard packing procedure is often specified by the traffic 
department for the guidance of the packers. Usually a copy 
of the purchase order or invoice is sent to this shipping room 
with the goods. Checkers are required to check the goods 
against the items shown on the packing list and to initial the 
list as received. The record is kept by the stores keeper to 
account for his goods. The packers are then required to select 
a container of the proper kind and size and pack goods with 
sufficient inside protection to absorb the shock. A packing slip 
verifying the check is inserted in the box with the name or 
number of the packer. Disputes as to contents or claims from 
consignee alleging concealed loss may be traced in this way to 
the person who actually packed the goods. 

The carriers and many shippers recommend that another 
slip or tag, containing the name and address of shipper, con- 
signee, and destination, be inserted in the box. If this is done 
a box that has lost its outside marks may be opened and infor- 
mation enabling carriers to identify the shipment may be ob- 
tained. The carriers can then reforward the goods to their 
proper destination. After these operations have been completed 
the freight is ready for marking. 


Marking Freight for Shipment 


The proper marking of railroad, steamship, express, and 
motor freight shipments is an important part of the work of 
the industrial shipping department. All less-than-carload lots 
of freight offered to transportation companies for movement 
must be plainly marked. The rules of the Consolidated Freight 
Classification No. 9 provide that shipments over the lines par- 
ties to the classification must be made in any one of the follow- 
ing ways: 


Brush mark. 

Stencil. 

Marking crayon, but not with chalk. 

Rubber type. 

Metal type. 

Securely pasted label. 

Tags. 

Other device equally as durable and legible as the above. 


2 Domestic Commerce Series Nos. 3, 10, 11, 12, 18, 14, 15 and 16, 
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Marks may show only one consignee, station, city or town 
and state of destination. 


Importance of Proper Marking 


The proper marking of freight is insisted on by the Carriers 
because of the large number of shipments lost every year, dy 
to the absence of any marks to identify the shipper or consigne 
Marks become obliterated and the carriers cannot identify th, 
goods. Literally thousands of shipments are on hand unclaime; 
at freight stations without marks to identify them. Meanwhik 
the consignees do not receive shipments and claims are filed fo; 
loss of the goods. Hundreds of thousands of dollars are wasteg 
annually on account of marks becoming obliterated and tag; 
being lost or mutilated. . 

Carriers’ and shippers’ organizations throughout the country 
are striving to teach shippers the importance of better marking 
practices in order to cut down this loss. The carriers haye 
specified the method of marking shipment by rules of the (Cop. 
solidated Freight Classification.’ 

Stencils of the names and addresses of regular customers 
are largely used by concerns shipping with reasonable regularity 
to the same consignees. These stencils are kept in alphabetically 
arranged bins or drawers so that they may be readily locatej 
when needed. However, stencils are not practicable when re. 
peat shipments are not made regularly. In such cases, brush or 
other marking devices are used, or, in large establishments, 
marking machines are used. These machines mark packages 
rapidly and legibly and have proved satisfactory to many 
shippers. 

In addition to the marking required by the rules of the car. 
riers, special marks are required to protect fragile articles, to 
brand the goods, to identify packages or cases, to warn of the 
dangerous nature of the goods, and for other reasons. 


Paper Work in Shipping 


Outbound shipments from an industry represent the final 
step in the joint work of a number of departments responsible 
for the production and distribution of the goods. The produc. 
tion of works department, the sales department, the order and 
stores department are interested in the completion of the 
shipments, as the clearing of the goods represents the last step 
in their individual and joint efforts. 

The accounting and financial departments must know that 
the shipments have been made and require full details ag to 
quantity, quality, consignee, freight charges, date of movement, 
and other details, so that the consignee-customer may receive an 
invoice for the goods. Arrangements to bill the customer in 
any one of a number of ways may then be made. 

If the goods are shipped on order-notify bills of lading the 
original and copies of the bill must be obtained from the ship- 
ping department so the invoices may be prepared, drafts drawn 
on the buyer, and arrangements made to transmit the endorsed 
bills of lading, invoices, and drafts through the banks so the 
buyer or his assignee may lift the bill of lading at the bank 
by paying the draft in order that he may obtain delivery of 
the freight. Terms must be arranged for goods sold on open 
account, trade acceptance, or other commercial bases by the 
departments engaged in this sort of work. 

In order to meet the requirements of the various depart- 
ments of the industry, arrangements are made by the industrial 
trafic department to transmit the necessary data to the re 
spective departments on the forwarding of each outbound ship- 
ment. After the goods are properly packed and marked and 
the executed bills of lading or express receipts have been re- 
turned to the shipper or the clerk in the shipping office detailed 
to this work, a shipping report is prepared and a number of 
copies of the notice of shipment are prepared by the desig- 
nated employe of the shipping room. Copies are forwarded to 
the heads of the various departments of the industry. There is 
considerable variation in the practice in different industries 
with respect to the departments notified, due to differences in 
the number and functions of the departments in different 
organizations. 

A typical procedure, used by the traffic department of a 
factory selected for the efficiency of its shipping organization, 
includes the sending of a copy of the notice of shipment, con- 
taining a detailed description of the items of goods shipped, to 
the consignee. A copy of the railroad bill of lading, steamship 
bill, express or motor freight receipt, is attached to the copy 
of the notice of shipment and sent by mail to the consignee of 
the goods. 

The shipping notice contains the following data concerning 
the shipments: 


1. Whether it is a complete or partial shipment. 
2. Consignee’s or buyer’s order number and date of order; the 


seller’s order number and date. 


3 Rules 6 and 24, 
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Name and address of the buyer ordering the goods. 
Consignee’s name and address. 
Full route. ’ 
Freight charges and notation whether paid or to be collected. 
Number of packages of freight or loose pieces, together with 
arks and numbers. ; 
m9, Quantity, description, and prices of goods. 

10. Weight of shipment, — 

11, Car number of waybill or pro reference number. 

12. Date of shipment. : 

13. Special data not included in the above. 


SCAMS 


A copy of the shipping notice and a copy of the bill of lad- 
ing or receipt of the carrier are filed by the traffic department 
after being checked against the order to ship the goods. The 
reports of shipment are numbered serially and are filed in that 
order by dates in the shipping files. 

The shipping department also prepares copies of a report 
of shipment for the order departments interested to complete 
the records of this department. 

Copies of the notice of shipment are forwarded by the 
trafic department as follows: 


1. Copy to the production department. 

2, Copy to the sales department. ’ 

3. Copy to the general file of the company where copies of all 
papers pertaining to all of the steps taken in the completion of each 
transaction are consolidated. The progress of business through all 
departments of the plant is recorded in this general file. 


Constructive Phases of Shipping 


Shipping departments are able to perform certain construc- 
tive functions of great importance to the industry. These serv- 
ices result in actual savings of money and in the improvement 
of the standards of service rendered the customers: 


1. The weight of the containers used to ship the goods may be 
reduced by reducing the thickness of the materials used to construct 
the boxes, barrels, crates or other receptacles. 

2, Lighter pulp or fibreboard containers may be used to advan- 
tage in many types of containers provided they meet the tests of 
strength provided by the rules of classification. 

8. Reductions in weight of containers may be made in some cases 
by changes in design or construction of the container. 

4, Lighter but equally effective materials may be used for in- 
terrior packing, thus reducing the gross weights of containers, inside 
packing and goods upon which freight charges are paid. 

5. Goods shipped in individual boxes and a number of boxes 
enclosed in larger containers may be shipped in a way that is ac- 
ceptable to the trade by shipping the goods loose properly protected 
in larger shipping containers without using individual packages. 

6. Collapsible containers may be substituted for set-up types, so 
that the amount of space required for the storage of empty con- 
tainers awaiting use may be materially reduced. 

7. The costs of assembling goods in the shipping room may be 
reduced through the establishment of orderly methods of bringing 
goods from stock to the shipping floor. 

8. Packers may be enabled to pack goods at lower costs a unit 
of goods if the goods, packing materials, and containers are placed 
conveniently for the workmen. 

9. Economies are possible through the use of stencils, marking 
machines and other devices to mark the goods more rapidly and with 
less confusion. 

10. Division of the tasks: among the employes of the shipping 
department may be arranged so that men are assigned to definite 
tasks for which they are best fitted by inclination and training, 
resulting in greater efficiency. 

11." The loading of cars of freight can be improved so that more 
g00ds may be loaded into each car. 

12. Economies are possible in connection with goods shipped 
loose in cars through a study of the fitting of the loose pieces in 
such a way that a greater number of units may be loaded into each 
car, 

13. The more efficient blocking and bracing of freight in cars 
may be arranged. 

Ways and methods of shipping goods ‘‘knocked-down” rather 
than “set up’’ may be devised so that the space required to contain 
the goods may be materially reduced. 

15. Economies of the same sort are possible if articles that can- 
not be “knocked-down” are shipped ‘‘nested,’’ one within another, so 
that the space required is similarly reduced. 

16. Pilferage can be effectively reduced by cleating or strapping 
boxes containing goods especially susceptible to theft. 

_ 17. Goods may be protected from damage by reinforcing the con- 
tainers and improving the interior packing. 

_ 18 The risk of loss may be reduced by improved marking de- 
vices, erasing of marks used in previous shipments if containers are 
Teused, and the use of identifying marks outside and within the 
containers. 

19. Overcharge claims may be reduced to a minimum if the full 
routes and correct rates are specified in detail on the bills of lading. 
_20. The careful preparatnon of railroad bills of lading, steam- 
ship bills, motor freight receipts and express receipts, results in sav- 
ings in charges, time in transit, and in costs of preparation of the 
papers themselves. 

21. The shipping department’s floor and platform space can be 
arranred so that the packing, marking, weighing, and loading of 
freight to cars, motor vehicles, and teams can proceed in logical order 
through the various steps without confusion or cross-routing. 


These suggested economies, while not by any means com- 
Plete, indicate the range of the opportunities of the shipping 
departments to function so as to improve the efficiency of 
transportation. 

AIR TRANSPORT INQUIRY 
Chairman Mead, of the House committee on post office and 


Post roads, has proposed in House resolution 324 an investiga- 
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ttion by that committee of air mail transport operations with 
respect to safety and with respect to the method or methods 
adopted by the Commission in fixing rates of compensation for 
transportation of mail by air. 


AIR PASSENGER TRAFFIC 


The fiscal year 1935 witnessed further growth in airplane 
passenger traffic between the United States and foreign countries, 
28,354 passengers arriving from abroad by airplane in the past 
year, an increase of 7,625 passengers, or 36.8 per cent over the 
preceding fiscal year, it has been announced by the Bureau of 
Customs, The number of passengers arriving in this country 
by airplane in 1935 greatly exceeded that for any previous year, 
the largest number previously reported being 20,907 in the fiscal 
year 1931. 

More than half of the passengers reported (55.7 per cent) 
arrived in this country in the Florida customs district, 15,802 
passengers entering the country in Florida in the fiscal year 1935, 
as compared to 11,217 in 1934. Passengers arriving in districts 
adjacent to the Canadian border numbered 4,244 in the past fiscal 
year, an increase of 76.3 per cent over the 2,407 reported dur- 
ing 1934. 

Along the Mexican border, 6,492 passengers arrived in the 
United States by airplane in the fiscal year 1935, as compared 
with 5,850 during 1934. While the arrivals along the Mexican 
border in 1935 exceeded those for either of the two preceding 
years, they were considerably smaller than in the fiscal years 
1930, 1931 and 1932. The Mexican border is the only portion 
of the country where a smaller number of passengers arrived 
by airplane in 1935 than in 1930. 

The number of airplanes bringing passengers to this country 
from abroad, after a successive decline from 1930 to 1934, showed 
an increase in the past fiscal year of 10 per cent, 5,037 planes 
arriving in the fiscal year 1935, as compared with 4,572 in 1934, 
and 7,350 in 1930. The number of passengers carried by the 
plane has risen to a marked degree in the past six years. ‘In 
1930 less than three passengers a plane were reported, while in 
1935 the number of passengers arriving numbered six a plane, 
an increase of more than 100 per cent. 


AIR CARRIER LEGISLATION 
The Trafic World Washington Bureau 


Regulation by the Commission of all air carriers and air- 
port operators who operate in interstate or foreign commerce 
regular scheduled services is provided for in S. 3420, the revised 
McCarran bill favorably reported to the Senate by its interstate 
commerce committee. Passage of the bill at this session of 
Congress was urged by the committee. 

“The regulation is adapted to the special characteristics of 
transportation by air and is carried no further than is neces- 
sary in the interest of the public and of the carriers and air- 
port operators,” said the report, which was submitted by Senator 
Truman, of Missouri. 

“The interstate commerce act, which the Commission now 
administers, applies to steam railroads, electric railways, ex- 
press companies, sleeping-car companies, pipe lines, motor car- 
riers, and steamship lines controlled by railroads, and to the 
joint operations of rail and water lines. Neither air carriers 
nor airport operators are now subject to regulation by the 
Interstate Commerce Commission except as to air-mail rates. 

“In recent years there has been an extraordinary growth of 
transportation by air. The airlines cover the country carrying 
many thousands of passengers and much express and mail, 
and are engaged in intensive competition with each other and 
with railroads and other carriers. This competition has been 
carried to an extreme which tends to undermine the financial 
stability of the carriers and jeopardize the maintenance of trans- 
portation facilities and service appropriate to the needs of com- 
merce and required in the public interest. The present chaotic 
transportation conditions are not satisfactory to investors, labor, 
shippers, or the carriers themselves. The competitive struggle 
is to a large extent unequal and unfair, inasmuch as the rail- 
roads and motor carriers are comprehensively regulated, the 
water carriers are regulated in lesser degree, and the air car- 
riers are scarcely regulated at all. 

“In 1933 the Congress, recognizing the existence of an emer- 
gency in transportation, enacted the emergency railroad trans- 
portation act, 1933, providing, among other things, for a Federal 
Coordinator of Transportation and imposing upon him, among 
other duties, that of studying means not provided in the act 
for improving transportation conditions. Pursuant to the au- 
thority of that act, the President, in June, 1933, designated Com- 
missioner Joseph B. Eastman as Coordinator, and he has made 
three reports to the Congress, viz., Regulation of Railroads (S. 
Doc. 119, 73d Cong., 2d sess.), Regulation of Transportation 
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Agencies (S. Doc. 152, 738d Cong., 2d sess.), and Report of Fed- 
eral Coordinator of Transportation, 1934 (H. Doc. 89, 74th Cong., 
ist sess.). Since June, 1933, the Coordinator has made elaborate 
surveys and studies of the need for regulation of transportation 
agencies. In addition to the various reports of the Coordinator, 
the President appointed the Aviation Commission (Air Mail 
Act, June 12, 1934), whose report was transmitted to the Con- 
gress by the President January 31, 1935 (S. Doc. 15, 74th Cong., 
Ist sess.). |. 

“Pursuant to the executive order of July 11, 1934 (sec. 5. 
economy act, 1934), the Postmaster General made a report on 
foreign air-mail contracts, which was transmitted to the special 
committee to investigate air-mail and ocean-mail contracts and 
is printed in part 3 of the Investigation of Air Mail and Ocean 
Mail Contracts (74th Cong., Ist sess., beginning at p. 701). In 
addition to these reports of the various government depart- 
ments, the committee of the Senate, appointed pursuant to 
Senate Resolution 349, Seventy-second Congress, investigated 
thoroughly the whole aviation industry. 

“As a result of these exhaustive and analytic reports and 
studies the absolute necessity for federal regulation of air trans- 
portation has been recognized. 

“Hearings were held on the bill (S. 3027), and the printed 
record of these hearings consists of 162 pages of testimony and 
statements. 

“Federal regulation of*air carriers and airport operators 
engaged in interstate or foreign commerce has the support of 
the Secretary of Commerce, the Coordinator, the Interstate 
Commerce Commission, Chairman Federal Aviation Commission, 
and outstanding individuals in the aviation industry, air-line 
operators, and air-line pilots’ association. The views of the 
several bodies and groups mentioned were fully developed at 
the hearing, and the committee also received and has on file a 
large number of letters, telegrams, and statements in support 
of the bill. 

“Because of the lack of proper legislation, the air-transport 
industry has not had the benefit of proper coordinated regula- 
tion. 

“This bill is a part of a complete and coordinated program 
of legislation touching all forms of transportation recommended 
by the Federal Coordinator of Transportation. The ultimate 
objective of the entire program is a system of coordinated trans- 
portation for the nation, which will supply the most efficient 
means of transport and furnish service as cheaply as is con- 
sistent with fair treatment of labor and with earnings which will 
support adequate credit and the ability to expand as need de- 
velops and to take advantage of all improvements in the art. 
All parts of such a system of transportation should be in the 
hands of reliable and responsible operators’ whose charges for 
service will be known, dependable, and reasonable, and free from 
unjust discrimination. This bill proposes to bring about such 
conditions among the interstate and foreign air carriers, the 
only ones now almost wholly unregulated by federal authority.” 

The reported bill follows closely along the lines of the 
motor carrier act. Air carriers and airport operators are re- 
quired to obtain certificates of public convenience and necessity. 
Compensation of officers, directors and employes of air carriers 
or airport operators is limited to not in excess of $17,500 a year. 
Valuation of the property of air carriers is to be made by the 
Commission. Control over accounts, records and reports by the 
Commission is provided for. The provisions with respect to 
rate regulation are similar to those in the motor carrier act. 
The duty of fixing rates of compensation for transportation of 
the mails is also placed in the Commission. Consolidations, 
mergers and acquisitions of control are also placed under the 
jurisdicticn of the Commission. Issuance of securities also are 
made subject to regulation. The bill authorizes the Commis- 
sion to establish a Bureau of Air Transport. The bill would be 
effective on approval but the Commission could extend the effec- 
tive date to a time not beyond January 1, 1936. 

Senator McCarran has made public a letter sent by Sec- 
retary of State Hull to Chairman Wheeler of the interstate com- 
merce committee with reference to provisions in S. 3427, the 
air carrier regulation bill, and international agreements relating 
to air traffic. Amendments were suggested to take care of 
questions with respect to international air transportation that 
the Secretary of State said would arise if the bill were enacted 
as proposed. Senator McCarran submitted amendments intended 
to be offered by him to the bill which, generally speaking, would 
require the Commission not to adopt regulations in contra- 
vention of treaties, conventions or agreements between the 
United States and foreign countries and requiring the Commis- 
sion to consult with the Secretary of State before approving 
establishment of any air transport line to operate between the 
United States and any foreign country. 


FEDERAL AIRWAYS SYSTEM 


The Bureau of Air Commerce of the Department of Com- 
merce has issued a revision of its bulletin containing informa- 
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tion relating to the federal airways system. 
Aeronautics Bulletin No. 24. 

“At all hours of the day and night aircraft speed from city 
to city with loads of passengers, mail and express,” says th 
bulletin. “Darkness no longer holds any terror for the airmap: 
bad weather is a less potent enemy than in former years jp 
cause pilots are better equipped to cope with adverse conditions 

“The federal airways system, embracing over 20,000 miles 
of lighted and radio-equipped air routes, furnishes guidance anq 
assistance to airmen at all times. During daylight hours ang 
in good weather, the aids to air navigation make it easier fo; 
the pilot to perform his task efficiently; at night they offe 
guidance which is even more welcome; and under conditions 
of poor visibility caused by fog, clouds, rain, or snow, the air. 
way aids are indispensable. Time after time they have enableg 
aircraft to reach airports or intermediate landing fields Safely 
in circumstances which might have had tragic results if this 
assistance had been lacking. 

“Facilities provided on a federal airway include: 

Rotating beacon lights at approximately 15-mile intervals. 

Intermediate landing fields so located, relative to airports, that 
landing areas are available at itervals of approximately 50 miles. 

Radio communication stations for weather broadcasts and emer- 
gency messages to aircraft. 

Radio range beacons for directional guidance. 

Radio marker beacons for assistance in locating strategic points, 
such as intermediate landing fields, and in many cases giving direc. 
tional guidance over short distances. 

Weather reporting service, involving the use of telety pewriter 
circuits and point-to-point radio. The teletypewriter circuits are used 
not only for transmission of weather reports and forecasts but also 


for transmission of reports on progress of aircraft en route along 
the airways. 


CARRIAGE OF GOODS BY SEA 


The Traffic World Washington Bureau 


Without a roll call, the Senate has passed S. 1152, carriage 
of goods by sea, intended to implement, said Senator White of 
Maine, who brought it up, the treaty on that’ subject ratified 
by the Senate some time ago. The Maine senator told the Senate 
that the bill was largely in the identical language of the treaty 
and that unless it was passed ratification of the treaty would be 
futile. He said it was designed to bring about uniformity in 
ocean bills of lading, precisely as through the years uniformity 
in bills of lading covering land transportation had been worked 
out. The legislation, he said, would supersede the so-called 
Harter act from the time the goods were loaded on the ship to 
the time they were discharged. Otherwise our law, the senator 
said, remained precisely the same as it was, unaffected and 
unimpaired by the proposed legislation. 

Senator King of Utah at first objected to consideration of 
the bill but withdrew his objection when Senator White promised 
to have the measure held in the Senate for a day so that the 
Utah senator might consult Andrew Furuseth, representing the 
seamen’s labor organization. Senator King was uncertain as to 
Mr. Furuseth’s attitude. Senator White said that the only opposi- 
tion he knew to the measure was on the part of representatives 
of a conference composed largely of foreign steamships. 

The bill was amended so that nothing in it should be con- 
strued as amending the bills of lading act of August 29, 1916, 
commonly known as the Pomerene bills of lading act. It was 
also amended so as to permit notice of loss or damage to be 
endorsed on the receipt for the goods given by the person taking 
delivery thereof. The bill was also amended by adding a proviso 


It is designateq as 


reading: 
Provided, that if a notice of loss or damage, either apparent or 
concealed, is not given as provided for in this section, that fact 


shall not affect or prejudice the right of the shipper to bring suit 
within one year after the delivery of the goods or the date when 
the goods should have been delivered. 

Another amendment said that nothing contained in the mea- 
sure should be construed to relieve a carrier from responsibility 
for its own acts. Another amendment said that all monetary 
units mentioned in the act were to be taken as gold value. The 
language of section 13 was revised so as to strike out “island 
possessions and Alaska” and make it apply to “districts, terri- 
tories and possessions of the United States.” 

Section 14 was also revised so that on certification of the 
Secretary of Commerce, instead of the United States Shipping 
Board, as the bill originally read, the act might be suspended by 
proclamation of the President in ‘the event the foreign commerce 
of the United States was prejudiced in its competition with that 
of foreign nations by the provisions of Title I of this act, or by 
the laws of any foreign country or countries relating to the 
carriage of goods by sea. 


SHIPPING BOARD ORDER 

The Shipping Board Bureau, Department of Commerce, has 
granted the petition of the Baltimore Association of Commerce 
for leave to intervene in No. 186, Port of Philadelphia Ocean 
Traffic Bureau vs. the Export Steamship Corporation et al. 
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Ocean Shipping News 


SHIP SUBSIDY LEGISLATION 


The Traffic World Washington Bureau 


Though Senator Robinson, Democratic leader in the Senate, 
informed Chairman Copeland, of the commerce committe, that 
the ship subsidy bill was one of the measures “which it is my 
intention to arrange to give the Senate an opportunity to con- 
sider as Soon as they can be reached,” the assurance given by 
the Democratic leader was generally construed as meaning that 
the subsidy bill might not be taken up in the remaining days 
of the present session. 

“Tt cannot tell,” said Senator Robinson, “just when it may 
be possible to move to take up the bill. I have been told that 
the bill involves some controversial features.” 

Senator Copeland had urged action on the measure because, 
he said, October 31 the existing ocean mail contracts would be 
canceled or modified. He referred to the law giving President 
Roosevelt until October 31 to modify or cancel the contracts. 

The ship subsidy legislative situation became more con- 
fused than ever, August 21, with the rejection by the Senate 
commerce committee of a revised ship subsidy bill understood 
to have had the backing of Senator Black, chairman of the 
special senate committee in charge of investigating ocean mail 
contracts, and Solicitor E. A. Crowley, of the Post Office De- 
partment. This bill was understood to have been received by 
Chairman Copeland, of the commerce committee, through a 
representative of the Roosevelt administration. 

After brief consideration, the committee voted to table the 
measure. The next development was that Chairman Copeland 
received word that the President desired that compromise legis- 
lation be enacted and the commerce committee went to work 
again on a Dill. 

Chairman Copeland asked Secretary Roper, of the Com- 
merce Department, to ascertain whether the President wished 
Congress to extend for six months from October 31 the authority 
for the President to cancel or modify the ocean mail contracts. 
In the meantime, Senator Black was considering offering a 
resolution providing for termination of the contracts. 

Late August 22 word went out from the office of Senator 
Copeland that President Roosevelt had declined to recommend a 
specific bill. Earlier, the chairman had stated that, unless the 
President approved a specific bill, there would be no legisla- 
tion. The President had sent a memorandum to Copeland ex- 
pressing the hope that “the shipping bill will go through.” 

There have been many revisions of the ship subsidy bill, 
however, and Senator Copeland asked for specifications. 


A draft of a bill considered by the committee August 22 
was put up to the President for approval. It was after that 
that word went out that the President would not approve it. 

Chairman Copeland offered a resolution extending until 
April 30, 1986, the time within which the President may modify 
or cancel existing ocean mail contracts. He took the position 
that there was no chance now for ship subsidy legislation at 
this session. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


The last week in the full cargo trades found freight rates 

unchanged in most divisions from those of the previous week, 
with plenty of tonnage available for the amount of cargo offer- 
ing. Time charters were somewhat more active and there was 
an unusual amount of activity in chartering of tonnage for trips 
across in the trans-Atlantic trade. 
_ No grain fixtures were consummated and a report of an 
inquiry for a full cargo grain boat had not materialized. There 
was also a complete absence of trans-Atlantic sugar cargoes. 
_ Time charters, in addition to some West Indies and Cana- 
dian business, included several intercoastal charters, among 
them an American steamer of 2,333 net tons for a single voyage, 
North Pacific to U. S. North Atlantic or Gulf, prompt loading 
and a similar charter of a vessel of 2,759 net for August load- 
ing. An American steamer, 3,412 net tons, was chartered for 
a period in the coastwise and/or intercoastal trade on lump sum 
basis, $9,300 for delivery and redelivery at Puget Sound, for 
August. A motorship of 2,307 net tons was taken for a round 
trip in the East Coast of South America trade on private terms, 
for late August loading. 

Chartering of tonnage to move scrap iron was active. Among 











the fixtures consummated were a vessel of 2,711 net tons from 
the North Atlantic to West Italy on the basis of $3.80 for 
August; a 1,698 net ton vessel from the North Atlantic range 
to Trieste at $4.05 or $4.15 if two loading. ports, for the last 
half of August. A steamer, 2,307 net, was fixed from the At- 
lantic range to one port in the U. K. at 11s 6d with option for 
Gulf loading at 12s for August-September. 

There was little activity in the export coal trade, except 
business for West Indian destinations. A recent inquiry for 
Montevideo was reported to have been placed with German coal 
interests. 

Among the miscellaneous cargoes was the fixture of a 
steamer, 2,800 tons, from Norfolk to the Spanish Mediterranean 
range at about $4.25 free loading, for August, to carry fertilizer, 

Tanker fixtures included an 8,500 ton clean American vessel 
from the North Atlantic range to Rio de Janeiro and/or Santos 
at 12s 3d for one or 13s for both ports, for September. From 
California a dirty tanker of 12,000 tons took a cargo to Japan 
at 38c for one or 39c if two ports, for September-October loading. 

The Merchants’ Association of New York, in a telegram to 
the chairman of the House Committee on Merchant Marine, 
urged passage of the White bill, S.1152, designed to bring into 
use a standardized bill of lading as provided for under the so- 
called Hague rules. 

The Lykes Coastwise Line announces that it has become a 
member of the Atlantic Seaboard Freight Bureau. 

The Standard Fruit and Steamship Company and United 
Fruit Company, members of the North Atlantic-Santiago de Cuba 
Conference, are preparing a conference tariff and classification 
to become effective September 20. 

Captain Thor Eckert, vice-president and general manager of 
the Red Star Line in the United States, has received word 
from Europe that a decision had been rendered by M. Obussier, 
arbitrator, that the new Red Star Line (Red Star Linie G. m. b. 
H.) must be regarded as the legal successor of the old Red Star 
Line, which the new company purchased from the International 
Mercantile Marine Company interests last February and, as 
such successor, must be regarded as a member of the Westbound 
Conference Pool. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 

Agreement No. 4304 between Kawasaki Kisen Kabushiki Kaisha 
and American Diamond Lines, Inc., providing for the transportation 
of sardine meal under through bills of lading from ports in Japan 
to Rotterdam, Holland. 

Agreement No. 4366 between United Ocean Transport Company, 
Ltd., and Williams Steamship Corporation providing for the transpor- 
tation of cargo under through bills of lading from China and Japan 
to San Juan, Ponce and Mayaguez, Puerto Rico. 

Agreement No. 4414 between States Steamship Company and 
A. F. Klaveness & Co. A/S, providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast 
ports to Japan, Korea, Formosa, Siberia, Manchuria, China, Hong- 
kong, Indo-China and the Philippine Island. 

Agreement No. 4415 between Pacific-Atlantic Steamship Com- 
pany and A. F. Klaveness & Co. A/S, providing for the transpor- 
tation of cargo under through bills of lading from United States At- 
Jantic coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, Indo-China and the Philippine Islands. 

Agreement No. 4421 between States Steamship Company and 
United Ocean Transport Company, Ltd., providing for the transpor- 
tation of cargo under through bills of lading from United States 
Atlantic coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, Indo-China and the Philippine Islands. 

Agreement No. 4422 between Pacific-Atlantic Steamship Company 
and United Ocean Transport Company, Ltd., providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, Indo-China and the Philippine Islands. 

Agreement No. 4439 between Babbidge & Holt River Transpor- 
tation Company and Luckenbach Steamship Company, Inc., provid- 
ing for the transportation of cargo under through bills of lading 
from Astoria, Oregon, and Longview, Washington, to United States 
Atlantic coast ports. 

Agreement No. 4448 between Luckenbach Steamship Company, Inc., 
and Coast Steamship Company (1922), Ltd., providing for the trans- 
portation of cargo under through bills of lading between United 
States Atlantic coast ports and Vancouver and Victoria, British 
Columbia. 

Agreement No. 4449 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Coast Steamship Company (1922), Ltd., provTding for 
the transportation of cargo under through bills of lading between 
United States Gulf ports and Vancouver, Victoria, New Westminster, 
James Island and Britannia Beach, British Columbia. 

Agreement No. 4462 between Prince Line, Ltd., and Southern 
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Settlements and Colombo, Ceylon, to the ports of New Orleans, 
Galveston and Houston. 

Agreement No. 4466 between Panama Mail Steamship Company 
and Pacific Steamship Lines, Ltd., providing for the transportation 
of cargo under through bills of lading between -San Diego and United 
States Atlantic coast ports. 

Agreement No. 4468 between Dollar Steamship Lines, Inc., Ltd., 
and Bay Cities Transportation Company providing for the transpor- 
tation of cargo under through bills of lading between United States 
Atlantic coast ports and Oakland, Alameda, Richmond, and California 
City. 

Agreement No. 4472 between States Steamship Company and 
Kokusai Kisen Kabushiki Kaisha providing for the transportation of 
cargo under through bills of lading from United States Atlantic coast 
ports to Japan, Korea, Formosa, Siberia, Manchuria, China, Hong- 
kong, Indo-China and the Philippine Islands. 

Agreement No. 4474 between Pacific-Atlantic Steamship Com- 
pany and Kokusai Kisen Kabushiki Kaisha providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic coast ports to Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hongkong, Indo-China and the Philippine Islands. 

Agreement No. 3236-2 between United Fruit Company and Stand- 
ard Fruit & Steamship Company revising Agreement No. 3236, as 
modified, which provides for the pooling of revenue on general com- 
mercial traffic (except explosives) between New Orleans and Cristobal, 
to provide that the dates upon which the agreement can be ter- 
minated by either party giving notice to the other shall be June 30 
and December 31. 

Agreement No. 105-C between Det Forenede Dampskibs Selskab 
(Scandinavian American Line), Swedish American Line, Swedish 
America Mexico Line, and Den Norske Amerikalinje A/S (Nor- 
wegian America Line) canceling Agreement No. 105, which provides 
for the fixing of minimum rates on freight from U. S. Atlantic and 
Gulf ports to Scandinavian ports. 

Agreement No. 4461 between Lamport & Holt Line, Ltd., Amer- 
ican Republics Line, The Booth Steamship Company, Ltd., Moore- 
mack Lines, Inc., et al., providing for establishment of a conference 
to deal with rates on cargo transported on vessels of member lines 
from ports of Bahia and Ilheus (Brazil) to North Atlantic ports. 

Agreement No. 128-43 between Anchor Line (1935), Ltd., Cunard 
White Star, Limited, Norddeutscher Lloyd, United States Lines Com- 
pany et al., modifying agreement of the Atlantic Conference (Con- 
ference Agreement No. 128-1) by recording understanding of the lines 
that members may grant reduction of 25 per cent of one-way fares 
to professors and students visiting in the United States or Belgium, 
under the auspices of the Commission for Relief in Belgium Educa- 
tional Foundation, Inc. 

Agreement No. 128-44 between Anchor Line (1935), Ltd., Cunard 
White Star, Limited, Norddeutscher Lloyd, United States Lines Com- 


pany et al., modifying agreement of the Atlantic Conference (Con- 
ference Agreement No. 128-1) by recording understanding of the 
parties that no commission is to be allowed on tickets sold at re- 


duced fares in connection with transportation of destitute Americans 
in Europe or of citizens or subjects of European countries resident 
in the United States or Canada. 
Agreements Canceled 

Agreement No. 3628 between Dollar Steamship Lines, Inc., Ltd., 
and Bay cities Transportation Company providing for the transpor- 
tation of cargo under through bills of lading between United States 
Atlantic coast ports and Oakland, Alameda and Richmond. 

Agreement No. 3691 between Lamport & Holt, Ltd., American 
Republics Line, The Booth Steamship Company, Ltd., et al., specify- 
ing rates to be charged by the parties on shipments of cocoa in bags 
from Bahia and Ilheus (Brazil) to United States North Atlantic ports, 
the subject matter of this agreement now being included in Agree- 
ment No. 4461. 


INTERCOASTAL CARGO CHARGES 


Additional complaints seeking reparation on account of 
imposition of assembling and distributing charges on _ inter- 
coastal shipments, filed with the Shipping Board Bureau, follow: 
No. 251, William Volker & Co. vs. American-Hawaiian et al.; 
No. 252, Wheatena Corporation vs. American-Hawaiian et al.; 


No. 253, St. Joseph Lead Co. vs. American-Hawaiian et al.; 
No. 254, Bona Allen, Inc., vs. Williams Steamship Corporation, 
and No. 255, Bona Allen, Inc., vs. American-Hawaiian; No. 


256, California Hardware Co. vs. American Hawaiian Steam- 
ship Co. et al.; No. 257, Woburn Degreasing Co. of New Jer- 
sey vs. American-Hawaiian Steamship Co. et al., and No. 258, 
Independent Paper Stock Co. vs. American-Hawaiian Steamship 
Co. et al.; No. 259, Rio Grande Oil Co. et al. vs. American- 
Hawaiian; No. 260, Cudahy Packing Co. vs. American Line 
Steamship Corporation et al.; and No. 261, Pioneer Flintkote Co. 
vs. Dollar Steamship Co. 


INTERCOASTAL INVESTIGATION ORDER 


Assistant Secretary of Commerce J. M. Johnson, in No. 
126, intercoastal investigation, has denied the petition of Swayne 
& Hoyt, Ltd. Gulf Pacific Mail Line, Ltd.. and Luckenbach 
Gulf Steamship Co., Inc., to postpone, until December 3, the 
effective date of part of the order dated July 3, effective Octo- 
ber 3, specified in the petition. The petitioners asked for the 


postponement of that part of the order requiring them to cease 
and desist, on or before October 3, and thereafter to abstain 
from publishing, exacting, demanding, charging or collecting 
for intercoastal transportation of property from points on the 
Gulf of Mexico to points on the Pacific coast, which they serve, 
rates or charges higher or different from consignors or consignees 
who have not executed rate contracts with them than those 





The Traffic World 





Pacific Company (Southern Pacific Steamship Lines—**Morgan Line’’), 
providing for the transportation of cargo on through bills of lading 
from ports in the Philippine Islands, China, Dutch East Indies, Straits 
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contemporaneously maintained by them for such transportatiy 
for consignors or consignees who have executed such contract 


LOAD LINES FOR COASTWISE SHIps 


The Traffic World Washington Bure, 


With practically no debate the Senate passed §. 2002, 
bill to provide for the establishment of load lines for Amer 
ican ships in the coastwise trade. (See Traffic World, July \ 
p. 29.) The Senate amended the bill, as proposed by (Chai, 
man Copeland of the Senate commerce committee, so ag ,, 
make the act apply also to ships on the Great Lakes. ' 

Another amendment inserted by the Senate says that t, 
provisions of the measure shall become effective as to veggg, 
of 4,000 gross tons and upward not later than three months 
and as to all other vessels, not later than 12 months from apj 
after the approval of the act. 

When Chairman Bland, of the committee on merchant ma. 
rine and fisheries, asked unanimous consent in the House fy 
consideration of S.2002, Representative Taber, of New Yor 
objected. . 

Mr. Bland said he proposed to offer an amendment provi. 
ing that, in applying the load lines to vessels on the Greg} 
Lakes the Secretary of Commerce “is vested with discretion to 
vary the load-line marks from those established by said treaty 
when in his opinion the changes made by him will not be above 
the actual line of safety,’’ the reference being to an inter. 
— treaty the terms of which are made applicable by the 
ill. 

Mr. Taber said he understood from “some of the lake people’ 
that under the proposed legislation Canadian ships would get 
all the traffic on the Great Lakes. Mr. Bland said he had no 
information to that effect. 

Chairman O’Connor, of the House rules committee, reported 
a special rule for the consideration of H. R. 6036, the House 
bill providing for establishment of load lines for American ves. 
sels in the coastwise trade. This bill excludes the Great Lakes, 


MARINE HEARING ROOM IN N. Y. 


The Department of Commerce has announced that special 
quarters for holding hearings in Shipping Board Bureau cases, 
hearings of the Bureau of Navigation and Steamboat Inspection, 
and for illustrated lectures to ship personnel held under the 
auspices of the navigation bureau have been provided in the 
federal government building at 45 Broadway, New York City. 
Other quarters in the building will be used for other shipping 
activities of the Commerce Department that center in the na- 
tion’s metropolis. 

“As the marine activities of the Port of New York are so 
many and so complicated,” said the department, “it is antici- 
pated that other marine branches of the government will estab- 
lish liaison offices in the same building in order that all 
phases of the ever growing American merchant marine may be 
better coordinated.” 

The building at 45 Broadway was for a number of years 
under the direct management of the Shipping Board but recently 
it was turned over to the public buildings and park division of 
the Department of Interior for supervision and maintenance. 


LIABILITY OF SHIPOWNER 


Senator Copeland, chairman of the Senate commerce con- 
mittee, has introduced S. 3446, fixing the liability of a shipowner 
for loss of life or personal injury at not to exceed an aggre- 
gate amount of $50 for each ton of such vessel’s tonnage, or 
the amount or value of the interest of such owner in such 
vessel and her freight then pending, if the latter be the greater 
amount. 


—_—. 


FLORIDA SHIP CANAL 


President Roosevelt indicated at his press conference August 
21 that he had decided to permit a start to be made on the 
construction of the proposed Florida ship canal across the 
northern part of Florida to connect the Atlantic ocean with the 
Gulf of Mexico and save vessels the trip around the peninsula. 
At this time, said he, the purpose was merely to clear the way 
for the canal. The administration’s board making allotments 
for work projects was to consider the matter next week, said 
he. It was indicated that only a small beginning was to be 
made with respect to the project. 





SPRINKLER SYSTEM FOR SHIPS 


The Senate has passed S. 2127, requiring ships permitted 
to carry as many as 50 passengers or more to be equipped with 
automatic sprinkler systems as fire fighting equipment, not later 
than July 1, 1936. 
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RIVER AND HARBOR BILL 


The Trafic World Washington Bureau 


Admittedly giving “legal status” to many waterway projects 
not heretofore approved by Congress, but which have been 
financed by Public Works Administration money, and authoriz- 
ing many other projects, the total cost of which is estimated 
to be in excess of half a billion dollars, Senate and House 
conferees on the river and harbor authorization bill, H. R. 6732, 
produced one of the most stupendous waterway project meas- 
ures in the history of Congress. The House approved the re- 
port August 19 and the Senate approved it the following day. 
The measure was then sent to the President. 

“The river and harbor bill as it passed the House author- 
jzed a list of projects to which funds had been allotted from 
appropriations for public works,” said a congressional state- 
ment explaining the report. “Many of these projects are com- 
pleted and nearly completed. The total estimated cost of this 














red list is $184,529,007.80. The House also adopted a list of projects 
for to which no allotments have yet been made, the total estimated 
ork, cost of which is $91,681,265.70. Projects relating to improve- 


ments for the benefit of navigation were added to the bill by 
the Senate, to which over 75 per cent of the cost has already 


reat been allotted from Public Works appropriations. The estimated 
. cost of these projects is $299,983,900.” 
“aly The bill authorizes completion of the project for a 6-foot 
ri channel in the Missouri River between Kansas City and Sioux 
ter. City and also adopts the PWA project for construction of the 
the Fort Peck Dam. The estimated cost of the section from Kansas 
: City to Sioux City is $77,000,000. The PWA has allotted $39,- 
le 153,108 for the prosecution of this project. The estimated cost 
bel of the Fort Peck Dam is $86,000,000. The PWA has allotted 
med $65,000,000 for the dam. 
| The 9-foot channel project for the upper Mississippi is also 
ed approved by the bill. The estimated cost is $124,000,000. PWA 
0 money and allotments of the Roosevelt advisory committee on 
- allotments for public works, allotted for the upper Mississippi 
- project, total $76,495,000. 


As to the Great Lakes-Hudson River waterway project, 
otherwise known as the New York State Barge Canal, the bill 


al eliminated a House provision that no allotment of federal 
S, moneys should be made unless and until the state of New York 
; had entered into agreement satisfactory to the Secretary of 
e War that no toll charges would be imposed for the use and 


e navigation of the improved waterway. 


UPPER MISSISSIPPI PROJECT 


The Trafic World Washington Bureau 


) “The upper Mississippi 9-foot channel project is a criminal 
folly and this House should not give it even a shade of respecta- 
bility by approving Senate amendment 35,” said Representative 
Biermann, of Iowa, in the House prior to the House adopting 
a resolution sending the river and harbor authorization bill to 
conference for adjustment of differences between the Senate and 
House measures. 

The provision referred to would approve, in effect, the 9-foot 
project between the Missouri River and the Twin Cities. The 
conferees decided to permit the approval to remain in the Dill. 
Money for carrying out the project has been allotted by the 
PWA to the extent of $65,000,000, according to Mr. Biermann. 

Mr. Biermann attacked contentions that shippers would save 
money by reason of the improvement of the river as approved 
in the project and also asserted that, in southern Iowa, thousands 
of farmers would have their farms ruined or badly damaged “by 
seepage if this 9-foot channel is completed.” Another assertion 
made was that nearly all of the 90,000 acre wild-life refuge 
recently established by the government would be ruined “if this 
folly continues to completion.” In part, Mr. Biermann said: 


In 1930 the army engineers estimated the cost of this 9-foot 
channel at $98,000,000. The next year they estimated it at $124,000, - 
000, and a couple of years ago they raised the estimate to $143,000,- 
000, and now the Mississippi Valley Committee that reported last fall 
to the P. Ww. A. estimated the cost of $156,000,000, and only God 
nes what it will cost if this criminal folly finally shall be accom- 

snea, 

In the report of the Mississippi Valley Committee to the P. W. A. 
they say in regard to this project—and I quote their exact words: 

P It is not possible by any calculation of business accounting to 
discover an economic justification for the vast expenditures on the 
projected improvements of these waterways.” 

- These are the exact words of the Mississippi Valley Committee. 
ow, the proponents of this proposition—and I cite pages 6 and 7 
of the hearings before the P. W. A.—contend that if a 9-foot channel 
is accomplished they will have traffic totaling more than ten and a 
half million tons on the upper Mississippi River. Last year it was 
146,000 tons. In other words, putting 3 feet more of water into the 
channel and maintaining the same freight rates, they contend, would 
multiply the traffic by 72. 

The Northwest Shippers’ Association, an organization of business 
men and shippers in St. Paul and Minneapolis, says: 

We make the positive, unequivocal assertion that the support- 
ers of the 9-foot project cannot furnish a list of shippers who will 
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submit estimates of tonnage to be shipped by themselves which will 
aggregate as much as 10 per cent of the predicted tonnage—no, not 
even 5 per cent; not even 2 per cent.” 

But let us take the figures of the proponent of the 9-foot chan- 
nel, ridiculously high as they are. Let us assume that adding 3 feet 
of water, while leaving the freight rates the same, will increase the 
traffic from 146,000 tons in 1934 to 10,501,791 tons, as predicted. With 
that tonnage they say the shippers would save $6,941,802 annually 
in freight. Let us accept that fantastic figure. 

Let us see what the annual cost to the government would be. 
Interest on the latest estimated cost of $156,300,000, at 4 per cent, 
would be $6,252,000; annual upkeep, as estimated by the army engin- 
eers, would be $1,750,000; the total annual cost to the government 
would be $8,002,000. 

So if we take the proponents’ figures as to what the shippers 
will save, and if we take the government’s figures on the cost, we 
find that the government will pay out each year a million dollars more 
than the rosiest figures of what the shippers will save. It is well to 
bear in mind that the government gets no revenue from this project. 
All its service is performed absolutely gratis. 


In answer to allegations that the deepening of the channel 
would cheapen transportation of grain, Mr. Biermann asserted 
that the upper river was not used for the transportation of grain. 
He said the Mississippi ran in the wrong direction and was open 
at the wrong time of the year. 

Representative Christianson, of Minnesota, had the following 
comment to make: 


There is more involved in the upper Mississippi than the amount 
of freight that will actually be carried by towboats. The upper Mis- 
sissippi project was fostered by my people because the Interstate 
Commerce- Commission had raised railroad rates for the reason that 
potential competition on the river had ceased. It was hoped that by 
a return of potential competition on the river a reduction would be 
forced in the rail rate structure. 


TAX ON WATER CARRIERS 


Giving effect to views expressed some time ago by Presi- 
dent Roosevelt that carriers operating on waterways should 
contribute something to the cost of maintaining the waterways, 
Secretary of the Treasury Henry Morgenthau, Jr., has transmit- 
ted to the House committee on ways and means the text of a 
proposed bill levying a tax of 10 cents a gross ton on vessels 
used in the domestic shipping of the United States. Special 
taxes are provided for pleasure vessels. 

Secretary Morgenthau, in a letter of transmittal, said that 
a tonnage tax on the entry of American and foreign vessels into 
American ports yielded about $2,000,000 annually. 

The proposed tax on domestic shipping, said he, was de- 
signed to establish the principle that vessels operating in the 
domestic trades should contribute to the cost of improvement 
of harbors and waterways. 








IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $425,000 
for repairs to the south jetty of the entrance channel of the 
Columbia River at the mouth, and of $55,000 for completion of 
General Joe Wheeler lock in the Tennessee River. 


FEDERAL BARGE LINES REPORT 


It was stated at the War Department this week that the 
annual report of the Inland Waterways Corporation to the Sec- 
retary of War would be made public shortly. The report usually 
has been made public in April or May each year. (See Traffic 
World, Aug. 10, p. 249.) 


WATER CARRIER STATISTICS 


A compilation has been made of selected financial and oper- 
ating data by the Commission’s Bureau of Statistics from the 
annual report sent to the Commission by carriers by water 
reporting to it, for the year ended December 31, 1934. It is state- 
ment No. 3577, consisting of 34 pages. . 

To the end that the compilation shall not produce confusion, 
an introductory statement says the statistics given are confined 
to data in the annual reports on file with the Commission. It is 
set forth that “they do not give a survey of all water-borne com- 
merce in the United States.” The compilation is made from the 
reports of 112 companies. In 1929 the number of reporting com- 
panies were 138, in 1930 it was 131, in 1931 it was 125, in 1932 
it was 120, and in 1933 it was 116. Declines in the number of 
reporting companies has taken place since 1929 in all territorial 
groups except the Pacific coast. The number in that group has 
increased from 24 to 28 although in 1932 only 20 companies in 
that group submitted reports. 

Operating revenue in all groups was $73,886,747 in 1934 as 
compared with $71,945,804 in 1933, an increase of $1,940,943. 
Operating expenses in 1934 were $74,209,242 as compared with 
$69,238,718 in 1933, an increase of $4,970,524. Operating income 


in 1934 was a deficit of $1,516,419 as compared with positive 
income of $1,449,689 in 1933. 


The net income in 1934 was a 
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deficit of $4,111,254 as compared with a deficit of $1,365,693 in 
1933, an increase in deficits of $2,745,561. 

Investment in real property and equipment in all groups 
amounted to $190,060,896; other investments, $29,820,228; cash, 
$8,626,089; material and supplies, $1,862,412, making total work- 
ing assets of $31,466,373. The capital stock of the reporting 
companies was $89,075,095 with unmatured funded debt of $26,- 
978,615. 

The total reported working liabilities were $19,678,795; 
accrued depreciation $83,830,020 and total corporate surplus 
$30,649,398. 

The freight revenue in 1934 was $59,441,360; the passenger 
revenue $19,393,639; the operating revenues, $86,046,377; oper- 
ating expenses, $86,211,033; tax accruals were $1,299,477. Divi- 
dend declarations totaled $7,395,371. The employes numbered 
34,653 and their compensation was $32,714,468. The tons carried 
total 16,374,266. 





Digest of New Complaints 





No. 27C€89, J. T. Knight & Son, Inc., Columbus, Ga., vs. 
Georgia Railway C’o. et al. 

Rates, scrap iron, Columbus, Ga., to Alabama City and Gads- 
den, Ala., in violation of section 1. Asks reparation. (C. E. Boland 
and C. H. Gunter, traffic representatives, 15% East llth St., 
Columbus, Ga.) 


No. 27090, Emergency freight charges within Arkansas. Thirteenth 
section proceedings instituted by the Commission on petition of 
railroads on account of the refusal of the Arkansas Commission 
to allow the application on intrastate traffic in that state emer- 
gency charges corresponding to those authorized for application 
on interstate traffic in Ex Parte 115. 

No. 27091, Horace E. Hall, Indianapolis, Ind., vs. Missouri Pacific et al. 

Rates, watermelons, points in Mo. to destinations in Central 
Freight Association, Lexington, Ky., Cumberland, Md., and to 
points in Illinois, Iowa, Minnesota, Kansas, Nebraska, Missouri 
and Wisconsin, in violation of sections 1 and 3, the undue pref- 
erence alleged being for points to which reduced minimum rates 
were published in 1933. Asks new rates not exceeding the com- 
bination of commodity rates to Thebes, Ill, plus 5th class rates 
beyond, minimum 20,000 pounds and reparation. (A. L. Watkins, 
counsel, 1012 Academy St., Kalamazoo, Mich.) 


No. 27092, National Paper Products Co., San Francisco, Calif., vs. 
Southern Pacific Co. et al. 

Rate, alum (sulphate of alumina), Nichols, Calif., to Port 
Townsend, Wash., in violation of section 1. Asks new rate and 
+7 paemeee (John J. Seid, atty., 343 Sansome St., San Francisco, 
Calif. 

No. 27093, Chase & Co., Inc., et al., Sanford, Fla., vs. A. C. L. et al. 

Rates, fresh vegetables, points in the Sanford district on the 
Sanford & Everglades loop of the A. C. L. switch tracks to points 
in southwestern, eastern, New England, central, Illinois, western 
trunk line, intermountain and southwestern territories, in vio- 
lation of sections 1, 2 and 3, the undue preference alleged lteing 
for competitors shipping from points within the corporate limits 
of Sanford. Ask reparation on shipments made in the period 
October 26, 1931, to September 5, 1934. (F. C. Hillyer, atty., Cham- 
ber of Commerce Bldg., Jacksonville, Fla.) 


Central of 


No. —.% Line Material Co., South Milwaukee, Wis., vs. A. C. & Y. 
et al. 
Rates, fibre conduits, bituminized or indurated, Barton, Wis., 


to destinations in central freight, New England and trunk line 
association territory, in violation of sections 1 and 3, the undue 
preference being for shippers from Orangeburgh, N. Y. Ask new 
rates and reparation. (J. W. Goodman, practitioner, 7062 Plank- 
inton Bldg., Milwaukee, Wis.) 

No. 27095, O. & W. Thum Co., Grand Rapids, Mich., vs. 
National et al. 


Canadian 


Rates and rating, pyrethrum, in machine pressed bales, New 
York, N. Y., to Grand Rapids, in violation of section 1. Asks 
new rates and reparation. (C. E. Elerick, 5 Lyon St., N. W., 


Grand Rapids, Mich.) 
No. 27083, Sub. No. 1, Call Publishing Co., San Francisco, Cal., vs. 
Southern Pacific et al. 
Rates, newsprint, West Linn, Ore., via Pulp Siding, Ore., to 
San Francisco, Calif., in violation of section 1. Asks reparation. 
(J. F. Neyland and W. J. Fing, attys., San Francisco, Calif.) 
No. 27096, W. J. Carlyle, receiver of and for Homer Furnace & Foun- 
dry Corp., Coldwater, Mich., vs. New York Central et al. 
Rates, sand, points in Ohio, N. Y., and IIL, in violation of sec- 


tion 1. Asks for reparation. (R. W. Schapanski, traffic repre- 
ong Fruit Distributors Bldg., South Water Market, Chi- 
cago, 7 


No. 27097, Dolese Brothers Co., Chicago, Ill., vs. C. R. I. & P. et al. 

Rates, used iron rails, Linwood, Ia., to Richards Spur, Okla., 

in violation of sections 1, 4 and 6. Ask for new rates and rep- 

aration. (G. M. Stephen, atty., 19 South Wells St., Chicago, Il.) 
No, 27098, Hercules Clothing Co., Columbus, O., vs. B. & O. 

Rates, cotton and wool shoddy piece goods, New York, N. Y., 
to Columbus, O., in violation of sections 1 and 6. Asks new rates 
and reparation. (G. M. Stephen, atty., 19 South Wells St., Chi- 
cago, Ill.) 

No. 27099, Red River Lumber Co., Westwood and San Francisco, Cal., 
a mw FT oS. 2. OC al. 

Rates, cut stock, blocks (wood) and/or other forest products, 
Westwood, Calif., to New York, in violation sections 1 and 6. 

practitioner, 268 Market St., 


Asks for reparation. 
San Francisco, Calif.) 


(A, Larsson, 
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WESTERN PICK-UP AND DELIVERY 


Prospects for additional delay in checking in the pe 
western trunk line L. C. L. class rates in connection With stor, 
door pick-up and delivery loomed this week with the growin, 
sentiment among some executives that no major changes in 
class rates should be made until rate bases and practices , 
trucking lines under the new law had assumed some gener,) 
form. The feeling was that it would be futile to carry oy 
major plans for putting in rates and services based largely 
motor truck competition until it was known just what form 
that competition would take. 

Meanwhile, at the offices of the Western Trunk Line Aggp. 
ciation, work of checking in the rates was proceeding ang 
negotiations with trucking companies to take care of the pick-up 
and delivery in the cities along the routes of rail lines in tha 
territory were still in progress. Originally, it was estimate 
the new rates would be filed for application September 15, py 
as the last day for filing for effectiveness on that date passeq, 
it was said that, even without a change of heart on the par 
of the executives and with continued diligence on the part of 
those charged with compiling the schedules, “one guess was as 
good as another” as to exactly when the tariffs would be sent 
to the Commission. 

Representatives of the western trunk line, the southwestern 
and the transcontinental carriers were scheduled to meet at 
Chicago August 26 to confer with A. F. Cleveland, vice presi. 
dent, traffic department, Association of American Railroads, with 
reference to the pick-up and delivery problem. It was said that 
out of this meeting might come a suggestion that the western 
trunk line carriers go slow with their plans, not only because 
of the uncertainty as to what was going to be done in the 
trucking industry, but because it might be well to coordinate 
the efforts of all of the western railroads in the matter. 


KEESHIN EXPANDS 


A nationwide motor freight service, built around the Keeshin 
Motor Express Company, to be known as the Keeshin Trans- 
continental Freight Lines, is contemplated in plans made known 
August 22. Chief figures in the new organization are J. L. 
Keeshin, president of the express company, and Lehman 
Brothers, New York stock exchange firm, of which John D. 
Hertz, former Chicago taxicab magnate is a partner. 


According to a statement by Mr. Keeshin, the new organi- 
zation plans to do a nationwide trucking business “similar to 
that of the transcontinental bus companies.” It plans to offer 
“a coordinated transportation service of unquestioned financial 
respensibility.”” Headquarters of the truck lines will be at 
Chicago. Mr. Keeshin will be president of the new organization. 

Operations similar to those hitherto carried on by truck 
lines in store-door pick-up and delivery and between local points 
will be continued, but it is planned to carry on also a long- 
distance haulage business and a coordinated service with the 
railroads and air and water transportation agencies. Speaking 
of this, Mr. Keeshin called attention to arrangements under 
which his company is now working with the Rock Island Rail- 
road in coordinated truck-rail flat car operation between Chi- 
cago and Rock Island and Peoria. This operation, he said, 
“has proved that coordinated service of this character between 
rail and truck is not only feasible in theory but actually works 
out successfully in practice. It will form the foundation of 
our operations in our nationwide system of coordinated service.” 


“Service constituted the prime purpose in forming this new 
organization,” he continued. “The policies and principles of 
the business will remain unchanged. There will be no change 
in the operating management.” 


U. S..-ALASKA HIGHWAY 


Eliminating the last two sections of the bill which author- 
ized appropriations aggregating $2,100,000 for the construction 
of a highway to connect the Pacific northwest of the United 
States with the Territory of Alaska, the House has passed 
S. 1374. Under the bill the President may enter into negotia- 
tions with the Canadian government relative to the building 
of the highway and may designate the agency to carry on the 
construction work. It is intended that the necessary money for 
the work will be provided after the plans have been completed. 

The Senate agreed to the changes made in the bill by the 
House. 





HIGHWAY EXPENDITURES 


Representative O’Malley, of Wisconsin, in House resolu- 
tion 353, has proposed an investigation of use of federal funds 
on highways by the committee on roads. The resolution sets 
forth allegations as to misuse of such funds. 
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MOTOR CARRIER REGULATION 


The Trafic World Washington Bureau 


The plan of organization devised by the Commission for 
rying out the provisions of the motor carrier act provides 
for a central staff in Washington and a field force having head- 
quarters at several important transportation centers. The Wash- 
jngton staff will be made up of sections dealing with (1) certifi- 
cates and surety bonds; (2) traffic matters, including rates and 
tariffs; (3) accounts, statistics and research; (4) formal and in- 
formal cases; (5) safety of operation and equipment; and (6) 
enforcement. 

It is planned, according to Commission cfficials, that there 
shall be the closest cooperation among these sections and other 
departments and sections of the Commission to the end that the 
entire jurisdiction of the Commission may be administered in 
a harmonious and effective manner. 

The district offices, it is planned at present, will be situated 
in fifteen or twenty important centers and each will be in 
charge of a district director. It is also planned to have at each 
district office a joint board agent, a rate and tariff agent, an 
accountant, and a number of supervisors. 

The primary function of this field force, it is stated, will be 
to cooperate to the greatest possible degree with those subject 
to the law, and the state and municipal authorities, in an effort 
to bring about uniform understanding of the requirements and 
in seeing to it that they are obeyed. The plan of organization 
may be modified as need is shown therefor. 

The Commission men handling the new matter under the 


car 


NOTICE TO SUBSCRIBERS 


Future issues of The Traffic World, The Traffic Bulle- 
tin, and The Daily Traffic World and Traffic Bulletin will 
report all proceedings under the motor vehicle act, 1935, 
regulating bus and truck operations—tariff abstracts, per- 
missions to change rates on short notice, suspension or- 


ders, digest of complaints, reports on applications for cer- 
tificates and permits to operate and action thereon, on 
consolidations and mergers, regulation of issues of securi- 
ties, maximum hours of service and qualifications of em- 
ployes, and equipment standards. This information will 
be just as complete, prompt, and accurate as that now 
printed in connection with railroad rates and services. 





motor act said many inquiries were being made with respect to 
interpretations of the act and as to forms to be used in apply- 
ing for certificates of public convenience and necessity. It was 
stated that the inquiries would be answered just as soon as the 
personnel necessary to do such work had been obtained and 
that the necessary application forms and information as to 
general requirements would be made available at the earliest 
possible moment. With the utmost diligence, it was stated, some 
a time would be required to take care of the preliminary 
Work, 

The requirements with respect to safety of operation and 
equipment, it was stated, would have primary consideration. 

It was reiterated that all appointments would be subject to 
civil service requirements. The staff of the Bureau of Motor 
Carriers, it was stated, would be built around men of experience 
with motor vehicle transportation. 

Commission officials dealing with the situation have ex- 
pressed the desire to administer the new law in the most effec- 
tive manner and yet without any unnecessary trouble or expense 
on the part of anyone affected by the law. They said they 
hoped for the greatest measure of cooperation on the part of 
the public, the state and municipal regulatory authorities, and 
from the operators and brokers subject to the act. 


One question that has arisen since the motor act was passed 
is whether, after a trucking corporation has obtained an inter- 
State permit from the Commission to operate in interstate and 
foreign commerce, it will then be necessary for it to obtain 
permits from the various states to do interstate business. The 
view was expressed, informally, in respect to this question, that 
under the act, all that an interstate carrier needed to do to 
engage in interstate business was to obtain a certificate or 
permit from the federal commission. 

It was thought possible that some questions might arise 
as to application to interstate carriers with certificates or per- 
mits granted by the federal commission of state safety regula- 
uons, for instance, but a positive answer as to that matter 
could not be obtained. The act provides that nothing in it shall 


be construed to affect the powers of taxation of the several 
States. 
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The act is clear on the point that the Commission shall 
not regulate charges or services of intrastate carriers. Just 
what powers the states may exercise over interstate carriers, 
it is believed, is something that will have to be cleared up. 

The estimate of appropriation of $1,325,000 for the motor 
carrier work of the Commission was set forth as follows in a 
letter from D. W. Bell, acting director of the Bureau of the 
Budget, to the President: 


Motor transport regulation, 1936: For all authorized expenditures 
necessary to enable the Interstate Commerce Commission to carry 
out the provisions of the motor carrier act, approved August 9, 1935, 
including one director at $10,000 per annum and other personal serv- 
ices in the District of Columbia and elsewhere, traveling expenses, 
supplies, services, and equipment, $1,325,000; of which amount not 
exceeding $75,000 may be expended for rent in the District of Co- 
lumbia provided government-owned facilities are not available, not 
exceeding $75,000 may be expended for printing and binding, and 
not exceeding $1,000 may be expended for purchase and exchange 
of books, reports, and periodicals. 


The year “1936” means the fiscal year ending June 30, 1936. 


Conference with Shippers 


A meeting or conference may be held by the Commission, 
or division 7, the latter having to do with the administration 
of the motor carrier act, for the consideration of procedure and 
the formation of rules and regulations governing the handling 
of motor traffic, including a uniform bill of lading for motor 
shipments, accounting, etc., not now, but at a later date. A sug- 
gestion that such a meeting or conference be held was made 
to Acting Chairman Meyer of the Commission by J. H. Beek, 
executive secretary of the National Industrial Traffic League, 
the secretary having acted on the initiation of President Ren- 
shaw of that organization. A copy of the letter was sent to 
Commissioner Eastman in his capacity as chairman of the 
Commission’s motor carrier division 7. 

Acting Chairman Meyer referred the matter to Mr. East- 
man. Answering Mr. Beek, Mr. Eastman said that at a later 
date such a meeting might be of great advantage and might 
be arranged. 

At various times when additions or changes have been made 
in the interstate commerce law, the Commission has called a 
meeting or conference on the subject matter with a view to 
obtaining the views of those interested as to how the changed 
or enlarged duties should be discharged. 


Number Subject to Motor Act 


The number of persons, firms, corporations, and associations 
subject to the new motor carrier act, 1935, is a large unknown 
factor with which the Commission will have to deal when it 
begins administering the law. Estimates have been made. One 
is that of American Trucking Associations, Inc. 

“American Trucking Associations represents, through 108 
local and state trucking associations, about 50,000 for-hire truck 
operators who will be affected by the new law,” says a statement 
by that organization in connection with a meeting of its national 
rates and tariffs committee. (See Traffic World, August 17.) 

At the office of that organization it was said that that was 
a rough estimate based on the fact that 30,000 operators, who 
said they were engaged in interstate commerce, were registered 
under the National Industrial Recovery code which governed the 
industry until the Supreme Court held the national industrial 
recovery act unconstitutional. It was said that while the code 
was in force it was known that many operators engaged in inter- 
state commerce were not registered. Since then, the industry 
is believed to have grown to such an extent that 50,000 will well 
serve as a rough estimate, 

Some estimates have also been made by members of the staff 
of Coordinator Eastman. They have not, however, been checked 
closely enough to have been embodied in anything prepared by 
the Coordinator for the public. Some figures that have been 
gathered are taken as indicating that between 300,000 and 400,000 
trucks will be subject to the general requirements of the new 
law; that there are between 200,000 and 250,000 operators and 
that 400,000 trucks will be subject to the safety requirements of 
the motor carrier act. No estimate has been made as to the 
number of brokers that will be covered by the act. 

The two sets of figures are not comparable for the reason 
that the figures of the American Trucking Associations, Inc., 
relate to operators, regardless of the number of trucks an oper- 
ator may have in his fleet; the figures that have been made by 
men on the Coordinator’s staff refer to the vehicles. The latter, 
of course, outnumber the operators for it is well known that many 
operators have large fleets of vehicles. 


Applications for Jobs 


About 2,000 applications, it is estimated, have been filed 
with the Commission for appointments to its force for the ad- 
ministration of the motor carrier act. Some of the applicants 
carried their pleas for appointment to Commissioner Eastman, 
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chairman of the Commission’s motor carrier division, and to 
John L. Rogers, director of the recently created Bureau of Motor 
Carriers. After the first few days applicants for appointment, 
however, were required to go through the ordinary routine of 
filing their applications with the Commission’s personnel office 
in charge of John B. Switzer. Between 500 and 600 appoint- 
ments, it is believed, will be necessary to provide an adequate 
staff. The selections of the new personnel are to be taken 
from the register of classified civil service eligibles. 

George A. Casey, assistant to M. O. Lorenz, director of the 
Commission’s Bureau of Statistics, has been loaned to the Bu- 
reau of Motor Carriers to act as assistant director in helping 
Director Rogers organize the new bureau. Whether or not he 
will be transferred to the motor bureau has not been settled. 


Eastman Goes Fishing 


Commissioner Eastman, chairman of the Commission divi- 
sion having supervision over motor regulation, said that he was 
so well satisfied with the work of organizing the new work that 
he felt he could start on his vacation. He started for fishing 
grounds near Nipigon, Ont., Canada, August 22. He expects to 
be gone not more than three weeks. 

Additional rate and tariff committees have been appointed 
by American Trucking Associations, Inc., as follows: 


Arizona—Mr. Will Coffin, Lightning Delivery Co., Phoenix; Mr. 
Harold Shaw, Alabama Freight Lines, Phoenix; Mr. A. L. Snuffer, 
Reliance Trucking Co., Phoenix; Mr. H. M. Suter, Merchants Express, 
Phoenix; Mr. Tom Vinson, Peoples Freight Line, Inc., Tuscon. 

Missouri—Mr. R. A. Anderson, President Anderson Motor Service 
Co., 1516 North 14th St., St. Louis; J. L. Reedy, Brashear Truck Com- 
pany, 527 South Thersa, St. Louis; C. C. Ivie, Tri State Motor Trans- 


port, Inc., 210 West 9th St., Joplin. 

New Hampshire—Clark Jones, Jones Express, 578 Willow St., 
Manchester; O. C. Peterson, Peterson’s Express, 39 Sumner Street, 
Rochester; Everett J. Graves, 795 Elm St., Manchester. 

Pennsylvania—Lester Reidel, York Motor Express, 11 E. Boundary 
Ave., York; Robert Bowers, Bowers Transportation Lines, 929 Behan 
St., N. S., Pittsburgh; Harvey J. Lutz, Hildebrand Brothers, Broad 
and Cumberland Streets, Philadelphia. 


Money for Administration 


The House August 22 passed a deficiency appropriation bill 
carrying $1,250,000 for the work of the Commission under the 
motor carrier act. In reporting the bill the appropriations com- 
mittee made public the testimony of Commissioner Eastman in 
support of the request for an appropriation. 

Mr. Eastman told the committee that the motor carrier 
act imposed on the Commission “new duties which are severe 
and of large proportions, and we believe that, in many ways, it 
will be as difficult a task as the Commission ever undertook. 
In some respects we think it will be more difficult than the 
regulation of the railroads.” 

Stating that no one knew exactly how many motor carriers 
would be subject to regulation under the act, he said the best 
information obtained in connection with the NRA code was that 
there were about 325,000 common carrier and contract carrier 
trucks in interstate commerce and something like 200,000 op- 
erators of those trucks. He said there were about 700 bus 
operators. As to the safety provisions of the act, he estimated 
that something like 400,000 trucks would be added because those 
provisions applied to private carriers. 

“It is perfectly plain that the enforcement of this act will 
be a very arduous undertaking,” said he. “Some of the oppo- 
nents of the act have claimed that it will be as impossible to 
enforce as the eighteenth amendment. We do not believe that, 
but we do realize that it will be a very difficult undertaking 
to even locate the trucks which are subject .to regulation.” 

Mr. Eastman said it would be necessary to educate the op- 
erators subject to the act, particularly the small operators, with 
respect to the requirements of the law. He said it was clear 
that, in the administration of the act, there would have to be a 
greater degree of decentralization than in the case of railroad 
regulation. 

He submitted a chart showing a tentative set-up for the 
bureau of motor carriers. This provides for a director, three 
assistant directors, sixteen district officers, and divisions han- 
dling certificates, traffic, accounts, formal cases, safety and legal 
matters. There was nothing final about this chart, said Mr. 
Eastman. He said it was the desire of the Commission to 
build up an organization captained by men who had had actual 
experience with highway transportation and in this connec- 
tion referred to criticism that the Commission was railroad- 
minded. He said the set-up contemplated 632 employes, with 315 
at the Washington office. 

Asked by committee members as to the valume of traffic 
carried by trucks, he referred to his report dealing with that 
subject and stated that, as he recalled it, the estimate was that, 
of the total tonnage handled in 1932 by all kinds of carriers, the 
trucks accounted for something like 24 per cent, including both 
state and interstate tfaffic. He said that perhaps as much as 


80 per cent of the truck tonnage was in state traffic. 
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Speaking of accounting systems, he said that, for gpJ 
truck operators, there would have to be very simple ACCOUy 
But large operations, such as that of Keeshin in Chicago, sai 
he, were different. 

“I have been through his accounting department,” saig Vr 
Eastman, ‘and he (Keeshin) is maintaining as good a Systey 
of accounts, generally speaking, as the railroads have, and } 


J. L. Keeshin of Chicago, head of the Keeshin comme 
carrier truck organization, called on Commissioner Eastma 
August 21. They talked about the new legislation for the regy 
lation of motor carriers, in the movement for the procuring » 
which Mr. Keeshin was one of the pioneer advocates. The gu, 
eral subject was discussed, Mr. Keeshin congratulating y, 
Eastman on the success he had achieved in his work on thy 
legislation. Mr. Keeshin assured Mr. Eastman of his suppoy 
in the administration of the measure, one hundred per ¢ey 


Wheeler on Motor Carrier Act 


In a radio address about the recently enacted motor carrie 
act, 1935, Senator Wheeler, of Montana, chairman of the Sq. 
ate interstate commerce committee, made five points with regay 
to transportation, namely, that the country ought to have th 
best and cheapest means of transportation; that it ought to 
protected against unnecessary duplication or waste in transpor. 
tation; that it ought to have at all times safe, convenient anj 
efficient service by reliable and responsible operators; that the 
rates charged ought to be known and relatively fair to all ship 
pers, places and localities; and that no section should be dis. 
criminated against. In part, he said: 


Let me repeat, this legislation was enacted to stabilize the high- 
way carriers’ industries and not to foster monopoly in transporta- 
tion. It is designed to preserve all transport agencies necessary or 
desirable in the public interest and not to provide only a survival 
of the fittest. 

Let me say to you quite frankly that the success of this new 
law depends not only upon cooperation from the public and from the 
bus and truck operators themselves, but upon the diligence and far- 
sightedness of the Interstate Commerce Commission. Whether the 
Commission will be able to put into effective operation the sound 
theories that underly this and proposed companion legislation, time 
alone can tell. Certainly the Commission has not always dealt with 
the railroads in a progressive manner. Only recently the railroads 
came to the Commission and asked that they be allowed to raise 
freight rates by 10 per cent. In respect of certain classes of com- 
modities, increases were allowed, over a vigorous dissent by a mi- 
nority of the Commission, It may be that the majority of the Com- 
mission was right and that the railroads can get back on their feet 
by raising rates, but it seems reasonable to me that if producers 
and consumers of these commodities already were unable to afford 
to use the railroads because of the lowered value of their commodities, 
then they can even less afford to pay still higher rates. High freight 
rates are a bar to corruption and a drag to production. They tend 
to slow up the whole machinery of business and agriculture. Would 
it not have been more in the interest of the public to have refused 
to permit these increases since any lessened volume of traffic would 
soon offset the increased rates? This is an issue that in my judg- 
ment will soon have to receive the attention of Congress, both as 
to freight and passenger rates. In the meantime, the motor carrier 
act marks another milestone in our transportation development. 


Senator Wheeler was asked to develop the thought he had 
when he said “this is an issue that in my judgment will soon 
have to receive the attention of Congress, both as to freight 
and passenger rates.” He was asked if he had it in mind to have 
the Interstate Commerce Commission investigated or have Cot- 
gress prescribe rates by statute. 

“No, no,” said he. “There is nothing further to be said.” 





Something of the magnitude of the task confronting truck- 
ing organizations throughout the United States in meeting the 
requirements of the new motor transport regulatory law was 
reflected in a meeting of the subcommittees of eight of the nine 
states comprising the fourth region of the American Trucking 
Associations, Inc., at Chicago, August 20. The state groups met 
to consider ways and means of preparing and filing schedules of 
rates, classifications and practices in compliance with the new 
law. Under the setup of the A. T. A., the workings of these 
regional bodies are under the direction of the national rates and 
tariffs committee, guided by an interstate steering committee. 
J. L. Keeshin, president, Keeshin Motor Express Company, Chi- 
cago, is the member of the steering committee for the fourth 
region, which includes Illinois, Indiana, Iowa, Michigan, Minne- 
sota, Ohio, Kentucky, Missouri and Wisconsin. 

Mr. Keeshin opened the meeting and, because of the neces- 
sity of his leaving for Washington, turned it over to Robert J. 
McBride, Chicago Motor Express Company, chairman of the 
Illinois committee, who presided. C. C. Stewart, general man- 
ager, Chicago Cartage Exchange, acted as secretary. 

The matter under immediate discussion was the resolution 
adopted by the national committee recommending the making 
of truck rates “based on truck costs plus a reasonable profit and 
based on a truck classification.” In the discussion it became 
apparent that there was to be no agreement on these questions 




















pt the | 
and Mis 














pased 0 


Cor 


impossi 
classific 
that, s| 


matters 
these t 
On this 
pensio! 
trouble 
arrang 
that tl 
in rail 
to be 
rate s! 
on the 


ing sh 
of the 
report 
tive § 
the th 
on rec 
comp! 
the 8 
bers 

that | 
to co 
filing 


into 
being 
truck 
railre 
and 
tures 
first 
pres 
—th 
mee 
in a 
of t 
was 
mee 
nati 
the 
ing! 


opaenz PoP 








hugust 24, 1935 








nt the meeting. Members of the committees from Michigan 
and Missouri particularly objected to the setting up of a special 
vo classification and urged the adoption of the consolidated 
assification with prevailing exceptions and with such addi- 
tional exceptions as might be necessary to make it adaptable 
for truck traffic. Discussion on this point lasted most of the 
morning and ran over well into the afternoon session. It also 
developed that, in most of the states where intrastate statutes 
had been in effect for some time, truck rates generally were 
pased on railroad class rates. 

Considerable apprehension was expressed over the apparent 
impossibility of prevailing on all truck interests to unite in 
classifications and rate scales. The thought was brought out 
that, should the A. T. A. regions be able to agree in these 
matters, others not affiliated with the group might wait until 
these tariffs were filed in order to file others with lower rates. 
On this point, the provision in the new law forbidding the sus- 
pension of original rate schedules was expected to cause some 
trouble. It was also brought out that it might be well to 
arrange some conferences with railroad rate committees so 
that the new truck tariffs would not be undercut immediately 
in railroad class tariffs. Along this line the feeling seemed 
to be that the new legislation would tend to erase from the 
rate structure many of the truck-competitive rates now in use 
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Spor. on the rails. 
and There was also no agreement as to the advisability of call- 
the ing shipping interests into the conferences preceding the fixing 
ship of the truck rate structure. The Illinois committee, it was 
dis. reported, intended to issue invitations to several representa- 
tive shippers’ organizations to sit with it in its conferences, 
igh- the thought being that it would be wise to have shippers’ views 
rta- on record before making the rates, rather than to have immediate 
y or complaints filed with the Commission afterwards, bolstered by 
™ the statement that shippers had never been consulted. Mem- 


new bers of the Michigan committee, however, said they had tried 
the that plan and had found it unworkable. They said their efforts 
8 to consider shippers’ views had resulted in serious delays in 


= filing schedules under the Michigan law. 


ith Late in the afternoon the discussions were boiled down 
ids into three resolutions, the first expressing the meeting as “not 
ise being in accord” with the national committee’s view on a special 
“4 truck classification, the second advocating the adoption of the 
> railroad Consolidated Classification with necessary exceptions, 
et and the third setting forth some general views on rate struc- 
"4 tures for trucks. After voting had been begun by states on the 
, first of these, however, it was discovered that a number of those 
nt present had not the authority to speak for their respective states 
- —that, in fact, a number of these states had not as yet held 

meetings. It was, therefore, decided to hold the entire matter 
d in abeyance until such meetings could be held and the views 
F of the individual states ascertained. Tentatively, September 6 
; was set as the date for the next meeting of the region, at which 

meeting it was hoped definite action could be taken on the 

national committee’s resolution, so that that action might be in 
the hands of the national committee at its meeting in Wash- 
: ington some time the following week. 





For other motor transport news, see else- 
where items in which other considerations are so 
involved that they cannot be segregated in this 
column. 





NEW STRAPPING REEL AND STAND 


The Signode Steel Strapping Company, Chicago, has com- 
pleted a new strapping reel and stand that is said to revolu- 
tionize this operation in the shipping department. The most 
notable feature is a coil control that holds the strapping tight 
on the reel and releases it as needed. When the desired length 
of strap has been drawn out, the coil control stops the reel and 
holds the strap ready for the next shipment. 


FIRST RAIL ENTRY INTO WASHINGTON 


The Senate has passed S. J. R. 164 authorizing the use of 
a site within the enlarged capitol grounds by the Baltimore & 
Ohio Railroad Co. for a suitable memorial of the first entry of 
a steam railroad into the capital of the United States. The rail- 
road company is to provide the memorial. It is also authorized 
to hold appropriate ceremonials in connection with the monu- 
— commemorative of the one hundredth anniversary of that 
entry. 
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Doings of the Traffic Clubs 





The Omaha Traffic Club will have an outing at the Lake- 
wood Country Club September 19. There will be golf and 
other athletic events. The club plans to enter four or five 
teams in the Omaha Transportation Bowling League. 





The annual golf outing of the Traffic Club of Baltimore 
was held at the Rolling Road Golf Club, Catonsville, Md., August 
15. More than ninety golfers teed off. Dinner was served in 
the evening. M. A. Myers, general freight agent, Canton Rail- 
road, was chairman of the committee in charge. 





Members of the Motor City Traffic Club of Detroit began 
a week-end excursion to Niagara Falls, via the D. and C. steamer 
Greater Buffalo, the evening of August 24. Bob Haskins was 
chairman of the committee in charge. 





The industrial trip of the Birmingham Traffic and Trans- 
portation Club to Lock 17, originally set for August 16, will be 
held August 27. 





The final golf outing of the season of the Junior Traffic 
Club of Chicago will be held at the Cog Hill Golf and Country 
Club August 27. Finals for the club championship are on the 
program. Dinner will be served. Laurie Freeman is chairman 
of the committee in charge. A special meeting of those in- 
terested in joining the club’s bowling league will be held in 
the rooms of the Traffic Club of Chicago, Palmer House, just 
before the next regular meeting, which is set for September 5. 





Fred Gomph, chairman of the Pacific Freight Traffic Bureau, 
spoke on the work of that bureau at a meeting of the Pacific 
Traffic Association, San Francisco, August 13. The club will 
hold its annual golf tournament at Lake Merced Golf Club 
September 26. 





The annual picnic of the Oakland, Cal., Traffic Club will be 
held at Linda Vista Park, Mission San Jose, September 15. 
Members of the Pacific Traffic Association and the Women’s 
Traffic Club of San Francisco have been invited to participate. 
There will be a baseball game between teams representing the 
Oakland club and the Pacific association. Jesse Holmes is chair- 
man of the committee in charge. 





The final golf “round-up” of the Traffic Club of Decatur, 
Ill., will be held at the South Side Country Club September 5. 
It will be in the nature of a tribute to T. C. Burwell, long promi- 
nently identified with the work of the club. There will be enter- 
tainment and dinner will be served. H. E. Bloomquist is gen- 
eral chairman of the special committee in charge. 





The New Britain, Conn., Traffic Club will hold its annual 
golf tournament at the Farmington Country Club, Farmington, 
Conn., August 29. Members of the Bridgeport Traffic Associa- 
ticn have been invited to participate. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Richard J. Beamish, Harrisburg, Pa.; Harry L. 
Beaudry, Springfield, Mass.; Earl N. Cannon, Madison, Wis.; 
Harold L. Francis, Kearny, N. J.; A. T. Knopp, Los Angeles, 
Calif.; Y. D. Lott, Jr., Mobile, Ala.; C. Harrison Mann, Jr., 
Washington, D. C.; N. William Petersen, Ft. Worth, Tex.; Her- 
bert W. Ward, Minneapolis, Minn.; Julius Weiss, New York, 
N. Y.; William H. Wiegering, Washington, D. C. 





PACKAGING EXPOSITION 


The annual packaging exposition of the American Manage- 
ment Association will be held at the Hotel Pennsylvania, New 
York, the week of March 10, 1936, according to an announce- 
ment from Alvin E. Dodd, executive vice-president of the asso- 
ciation. The exposition will be held in conjunction with a four- 
day series of conferences and packaging clinics. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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| EVERY STEP 
From Start to Finish 


In Both Freight Rate and 


Classification Change 
Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1. Central Freight Association Decket 

2. Central Freight Association Hearings 

3. Central Freight Associatien Coal, Coke & Iren Ore Decket 
4. Eastern Commodity Rate Revision Cemmittee Hearings 
5. Illinois Freight Association Docket 

6. Natienal Diversion and Reconsignment Committee Hearings 
7. National Perishable Freight Committee Docket 

8 New England Freight Association Docket 

9. New England Freight Association Hearings 

10. Southern Freight Association Docket 

11. Southern Freight Association Dispositions 

12. Southern Freight Association Coal & Coke Committee Docket 
18. Southern Perts Foreign Freight Committee Docket 

14. Southwestern Freight Bureau Docket 

15. Southwestern Freight Bureau Hearings 

16. Texas-Louisiana Tariff Bureau Docket 

17. Transcontinental Freight Bureau Applications 

18. Transcontinental Freight Bureau Dispesitiens 

19. Trunk Line Asseciation Decket 

20. Trunk Line Association Hearings 

21. Trunk Line Coal & Coke Cemmittee Docket 

22. Trunk Line Coal & Coke Committee Hearings 

23. Western Trunk Line Docket 

24. Western Trunk Line Hearings 

25. Western Trunk Line Dispositiens 

26. Joint Hearings of Rate Cemmittees 

27. Fourth Sectien Applications 

28. Fourth Section Orders 

29. Sixth Section Applications 

30. Sixth Section Permissions 

31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the 1. C. C. 

33. Investigation and Suspension Orders 

34. Suspension Orders Vacated 

35. Released Rate Orders 

36. Express Tariffs Filed with the I. C. C. 

37. Shipping Board Bureau Tariffs—Intercoasta] 

38. Shipping Board Bureau Tariffs—Other than Intercoastal 
39. Shipping Board Bureau Short Notice Applications 

40. Shipping Board Bureau Short Netice Permissions 

41. Shipping Board Bureau Suspensien Orders 

42. Shipping Board Bureau Orders Vacating Suspension 

43. Tariffs Returned by the Shipping Board Bureau 

44. Consolidated Classification Decket 

45. Express Classification Decket 

46. Adoption Notices 

47. Address ef Railreads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Medifications and Cancellations 











And similar information with respect to truck 
transportation as soon as the new motor carrier 
regulation law becomes effective. 


Samples and full information free on request 


The Traffic Service Corporation 
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Docket of the Commission 
ee ee ee 


NOTE—Items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The. Traffic World. New assign, 
ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancella 
and postponements announced too late to show the change in thi 
Docket will be noted elsewhere. 










August 29—San Francisco, Calif.—Merchants’ Exchange: 
Air Mail Docket No, 6—Air mail rates for Route No. 33. 
September 3—Oklahoma City, Okla.—Skirvin Hotel—Examiner Steer: 
Railway Labor Act No. 15. , 
September 4—Philadelphia, Pa.—Chamber of Commerce Rooms—fy, 
aminer Griffin: 7 
26968—E. I. DuPont de Nemours & Co., Inc., vs. B. & O. et al, 
27042—Whitall Tatum Co. vs. Western Maryland Ry. et al. 
September 4—Washington, D. C.—Examiner Sharp: 
* 20769—In re: Charges for protective service to perishable freigh 
September 5—Jefferson City, Mo.—Public Service Commission—Com. 
missioner Porter and Examiner R. C. Taylor; 
1. & S. No. 4119—Jefferson City and North Jefferson, Mo., rates, 
September 5—Philadelphia, Pa.—Chamber of Commerce Rooms—ky. 
aminer Griffin: 
27014—-A. Bronstein et al. vs. B. & O. et al. 


September 5—Denver, Colo.—Public Utilities Commission—Examing 


Weems: 
26780—I. Rothschild Produce Co. et al. vs. Alton & Southern et q| 
September 6—Oral argument—Washington, D. C.: 
27025—Emergency Freight Charges within Oklahoma. 
September 6—Buffalo, N. Y.—Hotel Buffalo—Examiner Berry; 
1. & S. 4124—Newsprint paper to Illinois territory. 
September 6—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex. 
aminer Griffin: 
26603—M. E. Culver et al. vs. Pennsylvania. 
September 6—Wichita, Kan.—Allis Hotel—Examiner Hagerty: 
26140 and Sub. Nos. 1 and 2—Red Star Milling Co. vs. A. & R. etal, 
September 6—Little Rock, Ark—Arkansas Corporation Commission— 
Examiner Taylor: 
* 27090—Emergency freight charges within Arkansas. 
or 7—Denver, Colo.—Public Utilities Commission—Examiner 
Jeems: 
26892—Adolph Coors Co. et al. vs. A. T. & S. F. et al. 
September 9—Colorado Springs, Colo.—City Council Chamber, City 
Hall—Examiner Weems: 
27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 
27005—Holly Sugar Corp. vs. Alton et al. 
ew 9—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 












n: 

26984—-Nassau Smelting & Refining Works, Ltd., et al. vs. S. I. R. T. 
et al. 

September 9—Ardmore, Okla.—U. S. Court Rooms—Examiner Hag- 
erty: 

20416—Harry Abels vs. A. T. & S. F. et al. (further hearing). 

September 9—Kansas City, Mo.—Chamber of Commerce Rooms—Ex: 
aminer R. G. Taylor: 

27056—Brown-Strauss Corporation et al. vs. Alton et al. 

September 9—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
26848—Meyer Burstein & Sons vs. A. & W. P. et al. 
September 9—Cleveland, O.—Hotel Statler—Examiner Worthington: 

1 & S. 4116—Cleates, palmitates, stearates, etc., classification. 

September 10—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main- 
tain rates on coke, coke breeze, dust and screenings from and/or 
between points in C. F. A., I. F. A., W. T. L, Sou., and T. L 
territories. 

September 10—Washington, D. C.—Examiner Curtis: 
~ 2 hy No. 4112—Carbon Furnace Electrodes from Niagara Falls, 











September 10—Lexington, Ky.—Lafayette Hotel—Examiner McChord: 
27003 and Sub No. 1—Joseph Papania & Co. vs. A. C. L. et al. 


a 10—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 
n: 


27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al. 


September 10—Cleveland, O.—Hotel Statler—Examiner Worthington: 
1. & S. 4121—Sludge acid between C. F. A. and T. L. points. 
September 10—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
27030—Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 
September 10—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
26963—-Knauf & Tesch Co. vs. A. G. S. et al. 
September 11—Cleveland, O.—Hotel Statler—Examiner Worthington: 
26966—-General Dry Batteries, Inc., vs. C. & E. I. et al. 
September 11—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
27007—Cumberland Fruit Package Co. vs. C. St. P. M. & O. et al. 
September 11—Louisville, Ky.—Brown Hotel—Examiner McChord: 
270164—John Sangalli vs. B. & O. et al. 
27020—Price Chemical Co. vs. L, & N. et al. ‘ 
ope 11—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
27037—Natural Products Refining Co. vs. C. R. R. of N. J. 
September 1#—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
26795—Weyl-Zuckerman & Co. et al. vs. Alton et al. 
September 11—Amarillo, Tex.—U. S. Court Rooms—Examiner Hagerty: 
26819—Hardeman-King Co. vs. A. T. & S. F. et al. 
September 11—Washington, D. C.—Director Bartel: 
* 1. & S. 4072—Terminal allowances at Ashland, Ky. 
(Continued on page 338) 
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WM-2 
WM-6 
Eastbound 


WM.-1 


WM-3 
Westbound 
VIA 


WESTERN MARYLAND 
RAILWAY 
AND CONNECTIONS 


WESTERN MARYLAND 


RAILWAY 


GENERAL OFFICES 


BALTIMORE, MD. 
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FROM 


Baltimore 
New York 
Philadelphia 
Reading 
Allentown 
Lancaster 
Harrisburg 
York 
Hagerstown 
Cumberland 
Waynesboro 
and 
Other points 
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Passing Reports 
Always Available 


TO 


Pittsburgh 
Cleveland 
Akron 
Chicago 
Cincinnati 
Detroit 
Indianapolis 
St. Louis 
Kansas City 
San Francisco 
Los Angeles 
and 
Other points 
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NOTICE—Out of Stock 


We regret that our supply of these four TRAFFIC 
WORLD manuals is exhausted 
Traffic Law 
Transportation, Production 
& Marketing 
Demurrage Tariffs 
Freight Routing 


This announcement is made to spare you the inconveni- 
ence of placing an order that cannot be filled. 


Stil Available 


Until further notice, copies of all the manuals listed 
below are for sale: 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 





Current Transportation Subjects, by Lewis C. Sorrell 


Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 


Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 


Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 


Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


Personnel of Railroad Traffic Departments, by Charles E. 
Parks 


Seven chapters covering the three railroad divisions, 
educational requirements, instruction, avenues of pro- 
motion, opportunities. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 
Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-motor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 


Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 


Complete Set of All Manuals......................$2.50 
Send remittance with order to 


THE TRAFFIC WORLD 


Chicago, Illinois 


418 South Market Street 
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James V. Whalen, New England passenger agent for the 
N. Y. N. H. and H., has been appointed general passenger agoy 
for that railroad at Boston. Louis S. Pollitt, chief Clerk, has 
been appointed district passenger agent at Boston, and Jame 
A. Goode, traveling passenger agent at New York, has been maj 
district passenger agent at New Haven, Conn. 

Captain Henry R. Lewis, marine superintendent, Baltimo, 
Mail Line, died at his home in Baltimore, August 18. 

Samuel S. Bretz, general freight agent for the Central Ryj. 
road of New Jersey, has retired after 43 years of seryig 
with that road, because of ill health. The railroad has a 
nounced the following appointments: H. J. Nelson to be a. 
sistant freight traffic manager, Don Y. Smith to be assistay 
freight traffic manager, A. L. Hocking to be coal freight agey 
and Thomas H. Irwin to be general freight agent, all at Ney 
York. 

Aubrey O’Herron has been appointed division freight agen 
for the Chesapeage and Ohio at Richmond, Va., to succeed ¢ 
F. O’Donnell, who died. 

Franklin D. Mooney, president, Atlantic, Gulf and Weg ARK 
Indies Steamship Lines and subsidiary companies, has beep d Active 
elected chairman of the board for those corporations. Vincent — 
K. Hull, hitherto vice-president, was elected president. eat 

Thomas J. Judkins, general manager of the Anchor Line, r | 
New York, has returned to his former executive position with the HR ct, 
Waterman Steamship Company, at New Orleans. J. W. 0. von 
Herbulis has joined the freight department of the Waterman tory 0 


Al 
10h 


LESTE 
, State of 
tral Railt 
perce Cort 


Company at New York. ty; ec 
eh ee arene ies, \ 
DOCKET OF THE COMMISSION hist 
(Continued from page 336) 

September 12—Albany, N. Y.—Public Service Commission Rooms—Ex- 

aminer Mattingly and Commissioner Mahaffie NAL 
26860—Albany Port District Commission vs. A. & W. Ry. et al. 

— 12—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- OT. 


27069—United States Shellac Importers Assn., Inc., vs. B. & O. etal, tion: 
September 12—Washington, D. C.—Examiner C. K. Glover: ; 
Fourth Section Application 15742—-Cottonseed between points in hon; its 
southern territory—Filed by J. E. Tilford. and le 
September 12—Salt Lake City, Utah—Hotel Utah—Examiner Weems: 
25980 and Sub. No. 1—Idaho Grimm Alfalfa Seed Growers’ Associa- 
tion vs. A. & R, et al. (further hearing). anal: 
September 13—Toledo, O.—New Secor Hotel—Examiner Worthington: 








26990—Owens-lIllinois Glass Co. vs. C. R. R. of N. J. et al. by 
September 13—Henderson, Ky.—Federal <9! McChord: ed 
27019—Green River Valley Coal Co., Inc., vs. C. B. & Q. et al. bt i 
ae wy 13—Menominee, Mich.—Federal Bldg.—Examiner Berry: subj 
- & S. 4097—Lumber between points in Official territory (2). 
september 13—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- N 
26852—Abbotts Dairies, Inc., vs, M, St. P. & S, S. M. et al. ay. 
September 13—W ashington, D. C.—Examiner M. L. Boat: DUT 
Fourth Section Application No. 15942—Alcohol liquors to New Or- [Rcion 


leans, La.—Filed by J. E. Tilford. 
oepeier 14—Detroit, Mich.—Hotel Ft. Shelby—Examiner Worth- 
ngton: 
27060—A. J. Bloomgarden & Sons, Inc., vs. Penna. et al. 
September 14—Lubbock, Tex.—Lubbock Hotel—Examiner Hagerty: 
23949—Amherst Elevator Co. et al. vs. A. T. & S. F. et al. 


—e. 14—Lincoln, Neb.—Hotel Cornhusker—Examiner R. G. 

aylor: 
26714—-Chester B. Brown vs. Arkansas Railroad et al. 

September 16—Minneapolis. Minn.—Nicollet Hotel—Examiner Berry: 
26939—-Northwest Fruit & Produce Co. vs. C. R. I. & P. 
wee, Anthony & Dakota Elevator Co. vs. Great Northern. 

. & S. 4125 and list sup. order—Transit on dairy products at Twin 
ities. 

September 16—Lansing, Mich.—Federal Bldg.—Examiner Worthington: 
27029—Ryon Grain Co. vs. Lehigh Valley R. R. et al. 

September 16—Los Angeles, Calif.—Calif. R. R. Comm., State Bldg.— 

Examiner Weems: 
25296—Otis Gin & Warehouse Co. et al. vs. A. Ps & S. F. et al. 
26958—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al. 


— 16—Jackson, Tenn.—U. S. Court Rooms—Examiner Mec- 
Ch 


26071—West Tennessee Shippers’ Association et al. vs. A. G. S. et al. 


aaa voll 16—Lincoln, Neb.—Cornhusker Hotel—Examiner R. G. 
Taylor: 
25908—D. S. Keefe et al. vs. A. T. & S. F. } 
22378—Romeo Stores Co. et x va. U.P. ay a "ees hearing). 


September 17—Houston, Tex.—Ben Milan Hotel—Examiner A. G. Hag- 
erty 
Fourth Section Application No. 15911—Binder twine a Houston, 
Galveston and Texas City, Tex.—Filed by F. A. Lela . 
Fourth Section Application No. 15927—Binder twine oom a. ouisian 
—Filed by F. A. Leland. 
September 17—Washington, D. C.—Director Sweet: the 
Finance No. 9952—Reorganization of the C. & EB. I. Ry. under 
amended bankruptcy act. 
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The Traffic World 


UBLICATIONS 


THE OFFICIAL DIRECTORY OF 
COMMERCIAL TRAFFIC 
EXECUTIVES 


The Book Traffic Executives 


Asked for! 


For many years Traffic Executives have said to us: “You've 
done a great job publishing the two Red Books, now why don’t 
you work on a directory that will show all the concerns that have 


NOW after many months of careful preparation we are 
pleased to announce that this Directory is ready for distribution. 


THE OFFICIAL DIRECTORY OF COMMERCIAL 
TRAFFIC EXECUTIVES is divided into three sections: 


Section I. 


cerns who 


departments. 


Section II. 


is an alphabetical list of nearly four 
thousand Industrial and Commercial con- 
have and maintain traffic 


is an alphabetical list of over four thou- 
sand Traffic Executives with an index 
number for reference to Section I. 


This 


handy cross-index gives you speedy in- 
formation about firms or individuals in 


the commercial traffic field. 


Section III. 


An Appéndix—listing Transportation 
Commissions and Organizations. 


The Official Directory of Commercial Traffic Executives is 
substantially bound with a durable cover, size 7144"x101%4’. 


PRICE $2.00—Order your copy now! 


Traffic Publishing Co., Inc., 


100 Sixth Ave., New York, N. Y 


ORDER BLANK 


PAGE 341 


Kindly send me books as checked below for which I agree to remit at the special advertised 


prices shown. 


ran Copies of THE MOTOR TRUCK RED BOOK at $5.00 per copy. 
Copies of FEDERAL MOTOR CARRIER REGULATION at $4.00 per copy. 
Copies of THE OFFICIAL DIRECTORY OF COMMERCIAL TRAFFIC EXECUTIVES 


at $2.00 per copy. 


[_] Remittance enclosed 


(_] Bill me 
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September 17—Washington, D. C.—Examiner M. L. Boat: 
Fourth section application 15709—Petroleum products to N 
Plymouth, Mass.—Filed by W. S. Curlett. orth 

























































September 17—Washington, D. C.—Examiner Rogers: 
24050—A. Johnston Grand Chief Engineer of Brotherhood of 
motive Engineers et al. vs. A. C. L. et al. (further hearing) ~ 


September 17—Moline, Ill.—LeClaire Hotel—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 
September 17—Los Angeles, Calif.—State Bldg.—Examiner Weem 
. 27084—Globe Grain & Milling Co. vs. A. T. & S. F. et al. as 


September 17—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry 
26694—-National Atlas Elevator Co. vs. Great Northern. 7 
26741—Imperial Elevator Co. vs. Great Northern. 
26812—-Hoover Grain Co. vs. Great Northern Ry. 
26827—-The Tenney Co. vs. Great Northern Ry. 


September 17—Milwaukee, Wis.—Hotel Wisconsin—Examiner Worth 
ington: : 
27066—Waupun Oil Co. et al. vs. A. & S. et al. 
September 18—Washington, D. C.—Examiner C. K. Glover: 
Fourth section application 14823—Iron and steel to south Atlanti 


ports—Filed by Curlett and Jones. (Further hearing.) 
September 18—Sioux City, Ia.—Warrior Hotel—Examiner R. G, fy. 


or: 
Newest Inland 25675—Booth and Olson, Inc., vs. C. M. St. P. & P. 

September 18—Los Angeles, Calif.—State Bldg.—Examiner Ween. 
26875—J. G’. Boswell Co., Ltd., et al. vs. A. T. & S. F. etal, 
” September 18—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry 

ort t a ntic ea ort 1. & S. 4114 and ist sup. order—Seeds in Western territory, 
p September 18—Memphis, Tenn.—Peabody Hotel—Examiner J, ,p. 
Chord: 7 


Fourth Section Application No. 15524—Charcoal from Memphis 
Tenn.—Filed by F. A. Leland. ' 


e ° ‘ ° ° Fourth Section Application No. 15985—Cotton to New Orleans, Gul. 
Within 250 miles there reside :— port, Mobile, etc-—Filed by L. & N. R. R. ” 
i i ‘ t b 18—Chi lll.—Sh Hotel—Ex i A. S. Worth- 
One-third of the population of the United States. oe comer aned : . — eee ae ee # Worth 
‘ . ‘ F : Fourth Section Application 14934—Iron and steel articles in Illinois 
The richest producing population in the United territory—Filed by C. W. Galligan. ' - 
States Ouptember eae ee ~<« ot oe Fuller: 
P ° . : 86—Amersi o., inc., vs. C. B. . et al. 
The greatest consuming population in the United Fourth section application 15902—Sand from producing points in 
States. Central territory—Filed by B. T. Jones. 


Fourth section application 15930—Sand from New England and 
Trunk Line territories—Filed by W. S. Curlett, Frank Van Un- 
mersen and B. T. Jones. 


eee a Falls, S. D.—U. S. Court Rooms—Examiner R, 
- Taylor: 
26337—-Sioux Falls Rendering Co. et al. vs. C. & N. W. et al, 
26919—Manchester Biscuit Co. vs. C. M. St. P. & P. et al. 


September 19—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
27046—Holly Sugar Corporation vs. A. T. & S. F. et al. 
September 19—Chicago, Ill.—Hotel Sherman—Examiner A. S. Worth- 
ington: 
Fourth Section Application 15962—Paint material from Chicago, Ill, 
to Baton Rouge and New Orleans, La.—Filed by R. A. Sperry. 
September 19—Lake Charles, La.—Majestic Hotel—Examiner A. G. 
Hagerty: 
* Fourth Section Application No. 15910—Intercoastal class and com- 
modity rates from and to Lake Charles, La.—Filed by F. A. Leland. 
September 19—Chicago, Ill.—Sherman Hotel—Examiner Fuller: 
* 27096—W. J. Carlyle, receiver of and for Homer Furnace & Foundry S| 





Corp., vs. N. XY. €. et al. 
September 20—Huntsville, Ala.—Russell Erskine Hotel—Examiner Mc- 


Chord: 
26365—J. H. Condra & Co. vs. A. G. S. et al. 


September 20—Chicago, Ill.—Hotel Sherman—Examiner Worthington: 
24790—Alemite Corporation vs. B. & O. et al. (further hearing). 


September 20—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
27009—California Cotton Oil Corporation vs. A. T. & S. F. et al. 


September 20—Chicago, Ill—Sherman Hotel—Examiner Worthington: 
1. & S. No. 4127—Classification of plumbers’ goods in the south. 


September 20—New Orleans, La.—St. Charles Hotel—Examiner A, 6G. 
Hagerty: 

* Fourth Section Application No. 15717—Molasses and syrup to Pitts- 
burgh, Pa.—Filed by F. A. Leland. 

* Fourth Section Application Nos. 15915 and 15920—Gasoline to Green- 
ville, Miss.—Filed by the I. C., Y. & M. V. and the C. & G. 


inet . 00u0 : ame September 21—Moline, Ill.—LeClaire Hotel—Examiner R. G. Taylor: 
ee) 2. one with 1,000 ft. turning basin; 26931—Dimock Gould & Co. et al. vs. Alton et al. 


September 21—Chicago, Ill.—Sherman Hotel—Examiner Worthington: 





Channel—27 ft. deep; in unobstructed tidal! river. 26439—Joseph Schonthal Co. vs. Pennsylavnia et al. M 
2 caper 26436 and Sub. Nos. 1 and 2—Joseph Schonthal Co. vs. C. R. R. of 
Docks—5,000 ft. with shipside trackage. N. J. (further hearing). 


Sheds—Sprinkler protected fireproof construction. ee 23—St. Louis, Mo.—Coronado Hotel—Examiner R. G. TAay- 


or: 
Grain Elevator—13,000,000 bu. storage. 26218—Laclede Steel Co. vs. L. & N, et al. 

3 ri September 23—Milwaukee, Wis.—Hotel Wisconsin—Examiner Fuller: 
Accessible to 85% of world’s ocean carriers. 23912—-Malleable Iron Range Co. vs. Ann Arbor et al. 

‘strict Rai _ th 4 24309—Malleable Iron Range Co, vs. C, M. St. P. & P. et al. 
Port District Railroad connecting with trunk rail- September 23—San Francisco, Cal.—Merchants Exchange—Examiner 
roads serves water front. Weems: 
Ind ‘al Ar 26916—Standard Oil Co. of California vs. L. A. & S. L. et al. 
ndustrial Area—pavement, water, sewers, power September 23—Norfolk, Va.—Monticello Hotel—Examiner Russell 
and rail facilities. Brown: 

23818—State Corporation Commission of Va. vs. Pennsylvania et al. 
For complete information address: ae eo Shippers’ Association, Inc., et al. vs. N. S. R. R. 
Co. et al. 


25441—Carolina Shippers’ Association, Inc., et al. vs. A. C. L. et al. 


b p Di * C ® * 25695—Carolina Shippers’ Association, Inc., et al. vs. A. C. L. et al. ( 
Al any ort istrict ommission September 23—Chicago, Ill.—Hotel Sherman—Examiner Worthington: 
26910—Illinois Association of Merchandise Warehousemen vs. Be 
74 Chapel Street, Albany, N. Y. Ry. Co. of Chicago. Es 
September 23—Minneapolis, Minn.—Nicollet Hotel—Examiner ~~ 
15037—Southwestern Millers’ League et al. vs. A. T. & S. F. et 4) 





















— Ship Your Freight 


BETWEEN «« «44 « 


ST. PAUL, MINNEAPOLIS, DULUTH, WINNI- 
PEG, PORTLAND, SEATTLE, TACOMA, 


























On the AIR-CONDITIONED EMPIRE BUILDER 
CITIES and NATIONAL PARKS, CALIFORNIA. 
‘ESUPREME IN THE FIELD OF PORTS 


via SCENIC GLACIER PARK ROUTE between sa 
Beidelman Dickinson C. W. Meldrum Ns e 


SPOKANE, KLAMATH FALLS, SACRAMENTO, SOA 
CHICAGO, TWIN CITIES, SPOKANE, SEATTLE, 
th Tal Msgr. “oh val Msgr. wecnswan ~~ Aut Ses Wane er Agt. oc: 
F.O'H H. G. Dow J. Shea B.S. M 
ae Agent 233 Bro ary 105 W. chine t me ‘on 759 Monadnock Bidg. 
Helena, Mont. New York, San Francisco, Calif. 
Offers Shippers of the Southwest a Combination of Services Which 


OAKLAND, SAN FRANCISCO, VANCOUVER, 
: t and VICTORIA, B. C., and Intermediate points. ail 2 
tlantie 
“ING TRAVEL EAST or WEST 
TACOMA, PORTLAND, other NORTHWEST 
t, Pa nn. Minn. attle Seattle = 
Asst. as Freightand Eastern Traffic } Msgr. Asst. oN Freight +o a.” Fretoht _-_ 
Are Not Available to Them at Any Other Major Port in America... 


| MODERN FACILITIES .. . FREQUENT SAILINGS... 
COORDINATED SERVICE ... EFFICIENT HANDLING ... 
WORLD-WIDE STEAMER SERVICE... QUICK DISPATCH ... 


CALVESTON WHARF COMPANY 


G Established 1854 
eo. Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bldg. 












24676—Minneapolis Traffic Assn. et al. vs. Ann Arbor et al. 
24799—Southwestern Millers’ League vs. A. & S. et al. 
24802—-Duluth Board of Trade et al. vs. Ann Arbor et al. 


oper 23—San Francisco, Calif.—Merchants’ Exchange—Examiner 
eems: 
26977—Shell Oil Co. vs. L. A. & S. L. et al. 

























START 
NOW! 


route your shipments via AMERICAN 
MAIL LINE President Liners. Fast, de- 
pendable vessels travel the short, fast route 
to and from the Orient, saving days in 
transit time. SEATTLE is the nearest U. S. 
port to the Orient. 


An American Mail Line President Liner sails 
from Seattle every other Saturday ; one arrives 
in Seattle every other Tuesday. 


Service is augmented by a fleet of fast cargo 
liners with regular frequent sailings to ports 
of Japan, China, Hongkong and the Philippines. 
For information, apply desk No. 6 
21 West Street......- pan haar New York 
1714 Dime Bank Bldg..........-.- Detroit 
110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade 
General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 












418 South Market Street 
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The Traffic Bulletin 


Published Weekly 


Contains abstracts of all freight tariffs as soon as filed with the Commis- 
sion and the Shipping Board Bureau; dockets of all railroad rate commit- 
tees; embargo notices; sixth section permissions; fourth section applica- 
tions and orders; suspended tariffs; consolidated classification docket; ex- 
press classification docket; and all other 


Freight Rate Information 


The Daily Traffic World and Traffic Bulletin 


Contains everything of a news nature later published in the weekly 
Traffic World and the weekly Traffic Bulletin, which are both included in 
a subscription for The Daily. A subscription also includes a valuable 


Service from Washington 
WRITE FOR PARTICULARS AND SAMPLES 


The Traffic Service Corporation 





September 23—New Orleans, 
erty: Hy 
17000, part 3—Rate structure investigation, cotton, 
18390—Arkansas Cotton Growers’ Coop. Assn. vs. A. & R 
and sub. Nos. 1, 2, 3, 4, 5, 6, 7, 8, 9, 10. = 
18570—Miss. R. R. Comm, et al. vs. A. & R. et al. 
18883—M. H. Reed & Co. vs. A. & S. et al. and sub. No, j 
18932—Corp. Comm. of Okla. vs. A. T. & S, F. et al. ey 
19180—Calif.-Ariz. Cotton Assn. vs. A. T. & S. F. et al, 
19211—State Docks Comm, vs. Southern et al. 
September 23—Atlanta, Ga.—Atlanta Biltmore Hotel—Exami,, , 
McChord: a 
* Fourth Section Application No. 15950—Articles of iron and « 
manufacture from southern territory to Ohio River cro es 
Va.-W. Va. gateways. Filed by J. E. Tilford. 
September 23—Norfolk, Va.—Monticello Hotel—Examiner p y 
Brown: == 
* 26989—Carolina Shippers’ Association, Inc., et al. vs. Penna et 3 
* Fourth. Section Application 15908—Vegetables—Southern Vjpsis 
to official territory. 7 
* 27021—Carolina Shippers’ Association, Inc., et al. vs. Norfolk gon 
ern et al. oa 
* 27023—Carolina Shippers’ Association, Inc., et al. vs. Atlantic Chas 
Line et al. 72 
September 24—Washington, D. C.—Examiner H. C. Lawton: 
Fourth section application No. 15940—Newsprint paper to Centra) 
and trunk line territories—Filed by W. S. Curlett, Frank y;, 
Ummersen, and B. T. Jones, agents. " 


September 24—Washington, D. C.—Examiner Curtis: 
25059—Alabama Asphaltic Limestone Co. vs. Akron & Barberty: 
Belt Railroad Co. et al. 7 
23236—Alabama Rock Asphalt, Inc., vs. Akron & Barberton By 
Railroad Co. et al. (further hearing). . 


September 24—New Orleans, La.—Hotel St. Charles—Examiner Hy,. 
erty: ‘ 

Il. & S. 4122—Automobiles to southern ports for export. 
September 24—Chicago, Ill.—Hotel Sherman—Examiner Worthington 
26970—Swift & Co. et al. vs. N. Y. C. et al. 7 


eer 24—San Francisco, Calif—Merchants’ Exchange—Examing 
eems: 
26946—Mohawk Petroleum Co. vs. A. T. & S. F. et al. 


ee od 24—St. Louis, Mo.—Coronado Hotel—Examiner R, ¢ 

Taylor: 

* Fourth Section Appliaction No. 15856—Automobiles and parts XM. 
K.-T. R. R., from Chicago, Ill., Kenosha, Racine, Janesville ani 
Milwaukee, Wis., to Moberly, Wis., etc.—Filed by M.-K.-T. R. 2 

Copier 25—Grand Rapids, Mich.—U. S. Court Rooms—Examine 

uller: 
22053—-Cadillac Malleable Iron Co. vs. Ann Arbor et al. 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 

September 25—Ocala, Fla.—U. S. Court Rooms—Examiner McChori: 
1. & S. 4118—Phosphatic sand fom Florida to southern points. 
September 25—Chicago, Ill.—Sherman Hotel—Examiner Worthington: 
26935—Agar Packing & Provision Co. et al. vs. Alton et al. 
27018—Belt R. R. & Stock Yards Co. et al. vs. Alton et al. 

26717—Chicago Livestock Exchange vs. A. & S. et al. 


La.—St. Charles Hotel—Examiner 


SSings aj 


24847—Chicago Livestock Exchange vs. A. T. & S. F. et al. (fur 


ther hearing). 


September 25—St. Louis, Mo.—Coronado Hotel—Examiner R. G. Tay- 


lor: 
1. & S. 4120—Loading and unloading charges on livestock. 


September 25—New Orleans, La.—St. Charles Hotel—Examiner Hag- 


erty: 


CHICAGO, ILL. 


ng st 24, 
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Come to the Cool 


NORTH WOODS 


OF WISCONSIN 
UPPER MICHIGAN, MINNESOTA 


Quick relief from hot muggy days and sleepless 
nights. Only a few hours away and you’re in the 
land of 7,000 lakes, where pine forests scent the 
invigorating air, and you sleep under blankets. So 
‘ easy to reach and fares are so low. For example, 30-day limit round 
te trip from Chicago only: 

Antigo .. . -$ 8.90 Ironwood. . .$12.90 Rhinelander . - $80 45 


IK Sous, Eagle River .. 10.85 Lae du Plembean 11.60 Woodruff . . 1.25 
- Hayward .. . 12.85 pam a ng Lakes. . ey Manitowish ee 12: 05 


Regular fast overnight trains ~ age the Flambeau Friday afternoons to 
ABO 4 | ' Woodruff - Minocqua-Rhinela r and Eagle River-Land o’ Lakes Dis- 


tricts; the “400” Friday afternoons, and the Viking-Mountaineer (via 







































bnk | 

Madison) Saturday mornings to Hayward-Cable-Drummond District. 
| Send for folder with informationabout where to goand - to stop. 

arbertyy l 

ton Bet I 

nae So. Dakota 
H Weird, twisted peaks thrust mile-high from flat, 
= level plains—rushing, tumbling mountain torrents 
et alive with trout—romantic Deadwood—the mighty 








sculpture on Mt. Rushmore—the curious “Bad 
Lands” nearby. Every sport and pastime in a wild 
mountain setting. “North Western” offers air- 
conditioned comfort —at extremely moderate 
fares from Chicago. 





al THE WORLD'S LEADING 
ne COTTON EXPORTING PORT 


’ : =p , S.J ees * pO a | Saturday or Sunday 30 

ie THE LEADING TEXAS PORT : sae oy oe eames 2330 
a. en 

InN FOREIGN AND COAST- folder R. THOMSON, Passenger Traffic Manager 


- mes CHICAGO & NORTH WESTERN RY. 
‘oi ey TEXAS COF- 


THE THIRD PORT OF THE 
" UNITED STATES IN 
VOLUME OF EXPORT 
TONNAGE 


Facts Like These Do More Than 


Confirm Progressive Leadership 





Lowest First Class Fare 


CALIFORNIA 
*150 


President Liners offer the lowest First Class fares from New 
York to California. Sail any Thursday. Visit Havana’s caba- 
rets, bargain for perfumes in Panama, see the Canal, stop at 
America’s Exposition in San Diego—just a few of the thrills 
on this cruise. Stopover anywhere. President Liners, famous 
globe-trotting ships, are equipped with all outside staterooms, 
broad play-decks, and outdoor swimming pool. 25% reduction 
on roundtrips or go one way President Liner, back by rail or 
plane. For information on these or other tours, see your travel 


a. sane 


Steamship Lines 
NEW YORK - CHICAGO - SAN FRANCISCO 


and other principal cities 











J. RUSSELL WAIT 


Director of the Port 





















LAKE and RAIL 


via PLT CO 


Serving Eastern and Western Lake Ports—scheduled 
sailings—joint rail and lake rates apply between 
points on, and East and West of the Lakes. 


GREAT LAKES 
TRANSIT CORPORATION 


223 Erie Street Buffalo, N. Y. 
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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac-. 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 

® Live steam for manufacturing purposes. 
® Fast passenger elevators. 

® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-knawn concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 


SS or oneal een TAR RR ARR <a etna steer manner teeta 
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| 
STARRETT LEHIGH 
BUILDING 


Vol. LVI, 


HERE 


melon. 


le ore Sugars, Inc., et al. vs. A. & W. et al. 
. & §. 4096 and ist and 2nd sups.—Sugar from Gulf Port q 
“to Northern points. 
te 25—San Francisco, Calif.—Merchants’ Exchange—py, 
eems;: ™ 
27082—Crown Williamette Paper Co. vs. 
Co. et al. 
27083—Examiner Printing Co. vs. Southern Pacific et al, 
a+: 27—Evansville, Ind.—U. S. Court Rooms—Examiner py 
- & S. No, 4113—Molding sand from southern Indiana, propor, 


september 27—Jacksonville, Fla.—Hotel Mayflower—Examiner J. 
ord: 


* Fourth Section Application No, 15938—Authority to establish 
maintain a rate of 47% cents_per 100 pounds on guano ¢ 
Laredo, Tex., to Jacksonville, Fila. 


ee 28—Indianapolis, Ind.—U. S. Court Room—Examiner 


16250—Indiana State Chamber of Commerce vs. B. & O. et aj, 
27080—Peru Foundry Co. vs. C. & O. et al. 


—ee 30—Cincinnati, O.—Netherland Plaza MHotel—Rya, 


23446—Swayne Robinson & Co. et al. vs. N. . Cc & StL et al, 
223388—Procter & Gamble Co. vs. B. & O. eta 


ee 30—Roanoke, Va.—Hotel Patrick inital 
Ch 


26644—Southwest Virginia Lime Producers Assn. vs. A. & R, @ 


September 30—Seattle, Wash.—Olympic Hotel—Examiner Weems 
25562—F isher Flouring Mills Co. vs. Great Northern et al. 


September 30—New Orleans, La.—St. Charles Hotel—Examiner § 
G. Hagerty: 
Fourth Section Application Nos. 15301 and 15311—Cotton to 
England ports. 
October 2—Cleveland, O.—Statler Hotel—Bxaminer Fuller: 
27031—Babcock & Wilcox Co. vs. B. Fg O. et al, 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 
26999—Mullins Mfg. Corp. et al. vs. B. & O. et al. 
October 2—Washington, D. C.—Argument: 
27050—Emergency freight charges within Kansas. 
* 17000, part 8—Rate structure investigation, cottonseed, its produet 
and related articles. 
* 1, & S. 4069—Routing via Q. A. & P. Ry. Co. 
October 3 and 4—Argument—Washington, D. C.: 
26550—Passenger fares and surcharges. 
October 4—Wheeling, W. Va.—U. S. Court a2? Pull 
23226—Ayers Mineral Co. et al. vs. A, C. & Y. et al. 
se ¥ 4—Wenatchee, Wash.—Federal Bldg. feet oll Weems; 
-& S&S. 41 26—Transcontinental traffic routed via Bieber, Calif. 
‘cna 7—Pittsburgh, Pa.—Federal Bldg. ‘wiv? Fuller: 
18718—American Window Glass Co. vs. B. & O. et al. 
Pa.—Public Service etn Bldg.—Examiner 


-ertail; 
ieliable- 
varries € 
chants ° 
jependat 
The 
special : 
rigid sch 
enjoy 
ficlousné 


Western Transport, 


October 9—Harrisburg, 
Fuller: 


Get a 
bird’s-eye 
view of your 
department 


In other words—see the whole department and its 
varied and related operations at one time. 

When you get right down to it, the tariff files are 
used by practically the whole department. That 
being the case, think of the time you will save, the 
more efficient work you will all enjoy, by using 
Automatic Tariff files—where tariffs are never crowded 
to the j jamming point—where file drawers are — 
neat, giving instant finding of the proper tariff, wholly 
because of the exclusive Automatic features. Add to 
those advantages a 25% saving in floor space. These 
things are worth dollars to any Traffic Department. 

Drop us a line for the leaflet telling more about 
these wonderful features. 


Traffic Department 


AUTOMATIC FILE & INDEX COMPANY 


629 W. Washington Blvd. Chicago, Illinois 


HERE is more than one way to get a water- 

melon. Some ways are not so safe — nor so 
-ertain; other ways are safe and thoroughly 
liable. For instance, Precision Transportation 
carries the melons of the South to the mer- 
chants of the nation — with safety, speed and 
dependability. 

The Norfolk and Western Railway maintains 
special equipment that is operated on precise, 
rigid schedules so that people everywhere may 
enjoy Southern melons in all their natural de- 
liciousness — melons still fresh with Dixie dew. 


” 


% 
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NORFOLK«soWESTERN RAILWAY 


PRECISION TRANSPORTATION 
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aren Pennsylvania Anthracite Co. vs. C. R. R. of N. J. 
et al. 

25813—Corning Glass Works vs. Pennsylvania et al. 
26840—Corning Glass Works, Inc., vs. B O. et al. 


omer 14—Rochester, N. Y. —Chamber of Commerce—Examiner Ful- 


26850—R. T. French Co. vs. B. & O. et al. 


October 15—Chicago, Ill.—Hotel Sherman—Examiner Steer: 
Railway labor act No. 7—Chicago, N. S. & Milwaukee R. R. Co. 


October 17—Boston, Mass.—Hotel Lenox—Examiner Fuller: 
onre i? -_ Nos. 1, 2 and 3—Sessions Foundry Co. vs. N. Y. N. 
. eta 
27010 and Sub. No. 1—Whitin Machine Works vs. Same. 
21136—Manufacturers’ Foundry Co. et al. vs. N. Y. N. H. & H. et al. 
21396—-Waterbury Ferrel Foundry & Machine Co. vs. Boston & 
Maine et al. 
21383—Manufacturers’ Foundry Co. et al. vs. Pennsylvania et al. 
October 21—Boston, Mass.—Hotel Lenox—Examiner Fuller: 
26765—Chapman Valve Mfg. Co. vs. B. & A. et al. 
26952—-Springfield Foundry Co. vs. B. & A, et al. 
21133 and Sub. No. 1—Chapman Valve Mfg. Co. vs. B. & A. et al. 
October 22—Washington, D. C.—Examiner Mattingly: 
* 27070—Coal to lower lake and St. Lawrence River ports. 
* |, & S. 4117 and 1st sup. order—Coal to Lake Erie ports (lake cargo). 


TRAFFIC MANAGERS. 





T. J. McLAUGHLIN 


TRAFFIC COUNSELOR 





Traffic 


Interstate Commerce and State Commission Cases and 
“asa” Commerce 

815 Mills Bldg. * oo 83 
WASHINGTON, D. C. Specialists 
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HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


TTT TIT iiiiiiiiiiiiiiiiiiiitiiiy 


s geeescecesesssssseuses 


ATTORNEYS AT LAW : 


HARRY C. AMES 


ATTORNEY AT LAW 












Practicing Successor to Keene & Ames 
Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 


Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


INTERSTATE 
COMMERCE 
COMMISSION 


Phe Tate Cort ————$___$__._ 





REAL 
SALARY 
INCREASES 


TRAINED 
or TRAFFIC 
MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Traffic Management — as 
practiced by men of thorough training— 
offers very substantial opportunities. The 

ic Manager whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because hie work affects vitally the 
most intimate elements of the business. 

Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
for his employer. Heise consulted on loca- 
tion of branches, warehouses, new plants, 


and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,” 

tells the complete story. Every traffic 
or railroad employee should read this 

. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
us today for all the facts. Your inquiry 
will ‘not obligate you in the slightest. 
Address 


LaSalle Extension University, Dept. 895-T, Chicago, III. 
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October 23—Springfield, Mass.—Hotel gine 
21849—Turner & Seymour Mfg. Co. vs. N. Y. N. H. & H. 
21133—Chapman Valve Mfg. Co. vs. B. & A. et al, 

October 25—New York, N. Y.—Hotel Pennsylvania—Examiner Fu 
23340—F. E. Reed Glass Co. vs. Pennsylvania et al, le 

20733—Abendroth Brothers et al. vs. B. & A. et al. 

21849—Turner & Seymour Mfg. Co. vs. N. Y. N. H. & H. et al, 
21133—Chapman Valve Mfg. Co. vs. B. & A. et al. 
21383—Manufacturers’ Foundry Co. et al. vs. Pennsylvania et al 
22098—National Radiator Corp. vs. B. & O. et al. 
20554—-Swayne Robinson & Co. vs. Pennsylvania et al, 
23936—Whitehead Bros. Co. et al. vs. B. & A. et al. 


Fuller: 
et al, 
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Merchandise Storage | 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
:>CROOKS TERMINAL WAREHOUSES: 


4 3 Storage and Distributing of Merchandise of Every Descri ption’ 


“euneneunncesecssccccecccccscccscsccnsccscussessnsscesnescessnensesenesecesscrniy! 


SINGLE COPIES 


of THE TRAFFIC WORLD are on sale at the following places: 


CHICAGO—The Palmer House; Traffic World, 418 South 
Market Street. 


ST. LOUIS—Hotel Jefferson. 


WASHINGTON—Treffic Service Corporation, 708, Earle 
Building; Raleigh Hotel. 


NEW YORK—Finch’s News Agency, Woolworth Building. 
THE TRAFFIC WORLD may be read on the following trains: 


Great Northern Railroad—Empire Builder, Oriental Limited 
and Winnipeg Limited. 


rears wee a 
Pe a “ 
















THE HANDY WAY 


TO BIND YOUR COPIES 
Binder No. 1 


(holds 8 issues) 


$2.50 
Binder No. 2 


(holds 14 issues) 


$3.00 





Four 


No. 2 Binders 
(hold a full year’s 
issues with indexes) 


$9.00 
SENT FOR FREE EXAMINATION—POSTPAID 


No cutting or punching—just a flexible wire to insert 
down the center of each issue. Any issue instantly 
removable. Made with strong binder’s board an 
attractively finished with durable DuPont Fabrikoid 
and gold stamping. Send for your copy to: 


THE TRAFFIC WORLD, 418 S. Market St., Chicago 








nennenssoneensnesvesnsenevennnensaonnees: 














